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ella |) Ka modern traffic problems 


ary Street 
N the leisurely horse and buggy days the only important traffic rule 
was: “Keep to the right.” Today, “Keep Moving!” is paramount. 
Today only men specially trained can attempt to solve the difficult 
problems of traffic. 


For packaging problems 
only the PACKAGE ENGINEER 


én tile [: the old hammer and nails ne the shipping container was simply a wooden 


let for your box of the required size and strength. Today, shipping demands a better con- 


tainer at lower cost. Corrugated fibre shipping boxes meet this demand with 

their greater safety, convenience and economy. 

Yet corrugated fibre boxes must be expertly designed to completely meet individual 
requirements. This is the function of H&D Package Engineers. 

They have saved thousands of dollars for other shippers. 
Their services are at your disposal without charge or 
obligation. Mail the coupon for a copy of the latest H & D 
booklet on scientific packaging in your field. 


THE HINDE & DAUCH PAPER COMPANY 
303 Decatur Street Sandusky, Ohio 


HINDE & DAUCH #0" SHIPPING BOXES 


THE HINDE & DAUCH PAPER CO., 303 Decatur St., Sandusky, Ohio 
Please send a copy of ‘Package Engineering”’ to 
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THE ONLY REAL SERVICE IS TANGIBLE SERVICE 
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The American-Hawaiian Policy of CURR 

Fixed Sailing Days represents a as 

distinct improvement in intercoastal i 

water transportation service. Every us 

port of call has its American- Wo 

Hawaiian sailing days...the same . 

days for every week in the year. ny 

q Manufacturers who so desire may 

plan their weekly production to meet these days. Shippers tw 

and consignees know that their goods will leave on schedule — 

and arrive on schedule. 4 Fixed Sailing Days... a tangible _ 

evidence of American-Hawaiian superiority . . . a contri- i 

bution to the present efficiency of water transportation. tail 
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“The Right Way to Ship”’ 
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CUSTOMERS 
OLD AND NEW 


In transportation, as in every 
phase of industry, public confi- 
dence cannot be gained over night. 





It is the actual performance of a 
thoroughly dependable less than 
carload freight service year after 
year that creates and maintains 
the confidence of the shipping 
public. 


It is the consistency of Universal 
Trans-Continental Freight 
Service, together with the econ- 
omy derived from its reduced 
rates, that holds the faith of our 
customers and steadily increases 
their number. | 


UNIVERSAL 


TRANSCONTINENTAL 
FREIGHT SERVICE 


Operated by 


UNIVERSAL 
CARLOADING & DISTRIBUTING CO. 


Offices in All Principal Cities 


Consolidators of machinery, merchandise, automo- 
bile parts, etc., for more than 30 years 
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Shippets 


bh for 
OU Service Distributor 


i. every line of endeavor, soone 
or later, there emanates a natural leader. A leader in the true seng, 
which others follow and whose standards of practise are of such 
quality as to form a basis with which to compare other value, 


Such leadership and prestige is not gained by mere accident, but is 
the result of sincere service rendered to patrons in an intelligen, 
economical manner. 


Today the Chain of Tidewater Terminals and Allied Inland Ware 
houses enjoy the position of leadership in their chosen field 


They offer you unequaled facilities for the shipment, storage and 
distribution of merchandise. 








ATLANTIC TIDEWATER TERMINALS KEYSTONE WAR’: HOUSE COMPANY 
G. W. Green, V. P. & Gen’l Mar. W. J. BISHOP, Gen’! Mgr. 
17 State Street, New York. Seneca & Hamburg Sts., Buffalo, N. ¥. 


PHILADELPHIA TIDEWATER TERMINAL 
G. M. Richardson, Gen’l Mgr. & Treas. 
10 Chestnut Street, Philadelphia 


MERCHANTS WAREHOUSE COMPANY 
Snowden Henry, Sup’t 
10 Chestnut Street, Philadelphia 


NORFOLK TIDEWATER TERMINALS, Inc. 
J. A. MOORE, Manager Riehard D. Jones, Western Traffic Mgr. 
Norfolk, Va. 1646 Transportation Building, Chicago 


HAINof TIDEWATER NN 
&, and ALLIED INLAND WAREHOUSES _ aly 


iy 
HARVEY C.MILLER President 








x W.B.MCKINNEY Secretary&Treasurer /( 
. 4 COMMERCIAL TRUST BLDG. PHILA. PA.-. 
bi 7 
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First! 


. P tain ton 
i first among the larger railroads in maintaining i 

ber rae inet sae of perfection, according to the report of the 

ash evens of Locomotive Inspection, for year ended June 30, 1928. 


i ins is 26.4% faster, per train hour, 
e speed of Wabash freight trains is 
= pe speed of all CLASS 1 railroads. 


It’s Wabash Red Ball Freight Service. That’s all{you need to know. 
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“STOP vyour- 


Shipping || 
© Worries 


You Can Get the Fast 
Service You Want by 
Routing Through the 


PEORIA GATEWAY 


Simply Show Junction Point 
Peoria, Ill.(Via P. & P. U. Ry.), 
~ Between Line Haul Carriers 


= EXPEDITED SWITCHING SERVICE BETWEEN THE 
ne O| Ss FOLLOWING RAILROADS 


Hi 
W i 

































ta Fe Railway Company 
oo & yoo Railroad Company 
Chicage & North a = te Company 
Chicage, Burl Railroad Company 
Chicago and “ie d 7 Railway 
: Reck Island % Pacific By ge Com 
Cincinnati, Chicage & St. Louis Railway Company 
Illinois Centra] Railroad Company 


Ny “ , Reade ont Pekin Union Railway Company 
& Santa J 


Illineis Terminal 
Minneapolis St. Leuis Railroad Company 
New York, & St. L. R. R. Co. (L. E. & W. Dist.) 


Pennsylvania 
Peoria Terminal Company 
Toledo, Peoria & Western Railroad 


Postal Card Passing Reports Cheer- 
fully Furnished on All Carloads. 





Transfers of traffic between these many line-haul carriers are made within a few hours 
of the use of the facilities of the Peoria and Pekin Union, while a much longer period is 
required for such interchange of traffic through some of the larger and congested gate- 
ways. Traffic is handled with sufficient dispatch to avoid congestion, thus affording 
regular expeditious service in the movement of all through traffic. 





PEORIA AND PEKIN UNION RAILWAY 


Inquiries Solicited, Address E. F. Stock, Traffic Manager, Union Station, Peoria, Illinois 
eT Ee ee 
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LOUIS\ 


CENTER OF-AMERICA 
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MARKET MAP of AMERICA 
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NE 


population, this unique map 
shows at a glance the relative 
importance of markets. .. It 
points the way to faster, more 
economical distribution. . . It 
helps in assigning territories, 
establishing quotas and increas- 
ing volume. 


ACCURATE GUIDE 
TO MARKETS 


With population as a true index 
to anticipated sales, it indicates 
with mathematical certainty the 
most strategic point for branch 
plant or warehouse. .. It helps 
the newly-organized company to 
obtain the ideal combination of 
low-cost production and distri- 
bution. 


VILLE 
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PENNSYLVANIA 
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SALES MANAGERS: Send 
for this Unusual Market Map 


ITH each state drawn to 
size consistent with actual 


To all business men interested 
in applying to sales the same 
principles of efficiency as are 
used within the plant, this map 
will prove invaluable. 


NO COST 
OR OBLIGATION 


Although published for the ob- 
vious purpose of interesting 
industry in Louisville, the “Mar- 
ket Map of America” will be 
mailed to any executive without 
cost or obligation and with the 
assurance that no manufacturer 
is ever encouraged to locate here 
without proven opportunity for 
betterment. 


Louisville Industrial Foundation 
Incorporated 
458 Columbia Building 
Louisville, Ky. 
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Population map 
used through 
courtesy of Kar- 
sten Statistical 
Laboratory, New 
Haven, Conn. 
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PRINTED IN COLORS 


ON DURABLE STOCK 
27'2x 19 INCHES 
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This Heavy-Duty International, one of many on this job, hauls three batches 
each trip. The scene shows one of the 30-foot sections of the lock being poured 


INTERNATIONALS Help 
Build the Illinois Waterway 


Pr |} NTERNATIONAL TRUCKS are working on a big construc- 
Oe tion job near Joliet, Illinois—the Brandon Road project 
>| of the Illinois Deep Waterway, linking the Great Lakes 
tI to the Gulf Waterway. A dam, locks, and 25,000 feet of 
retaining wall constitute the project. Materials for 320,000 cubic ; 
7 Several International Speed Trucks are used 
yards must be hauled from one to seven miles. to hauling the matutel coguiced ta builtne 


Gravel and sand are picked up by the trucks at Lockport, seven eainenceneaiamaaateaieatin ee 
miles away. Near the gravel dump the loaded trucks ford a swiftly 
running stream and climb a very steep river bank. Cement is 
loaded at Joliet. Four cubic yards of gravel and sand and 15 bags 
of cement make up a load. - 
Some of the Internationals on this job are veterans in service, 
having rolled up thousands of miles before working here. Others 
include the latest Heavy-Duty models and 6-cylinder Speed 
Trucks—all working side by side. 
They are being given a gruelling punishment—but their 
owners have found through experience, as have hundreds all 
over the country, that International Trucks have the stamina 
and endurance essential in dump truck service. The McCormick-Deering 


“ ~~ be . l 
The International line includes Heavy-Duty Trucks ranging from 2% to Industrial Tractor 


5-ton sizes; 4 and 6-cylinder Speed Trucks of 1%, 1%, and 2-ton sizes; the . truc: 
1-ton Six-Speed Special; the Special Delivery for loads up to %-ton; and 2 Be gunted pete: aa -— fg page 
the McCormick-Deering Industrial Tractor. Ask any of the 174 Com- sary. It pron Mi = walle a equipment made 
pany-owned branches or a distributor or dealer for a demonstration. by more than 100 manufacturers. It pulls, 


pushes and lifts—and has liberal power for 
INTERNATIONAL HARVESTER COMPANY every job. Write for booklet “Tractor Power 


606 So. Michigan Ave. (o—- Chicago, Illinois in Industry.” 


INTERNATIONAL HARVESTER 


TRUCKS + TRACTORS - POWER UNITS 
CwET—EETETEEEETTTEE A 
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Dependable Service 


i every phase of fast freight and merchandising service, the Lackawanna has 

long maintained an exceptional and well-recognized reputation. ¥ 
Dependable operating schedules, a completeness of equipment suited to all 

classes of freight, ample and modern terminal and floating facilities for the port of 


New York—these and other factors are not only kept at a high state of efficienc 

but are constantly being improved and pes at every a. d r ce 

_ The new Lackawanna Terminal Warehouse, Inc., at Jersey City-Hoboken, N. J., cM 
apenas ready for service March 1, 1930, eight stories in height, containing a A beautifully illustrated 
the Holle of 1,132,000 square feet and conveniently located within four blocks of eee NS 
ng Yo : ol and Vehicular Tunnel and easy trucking distance of the Hoboken and New tem and connections, rod 
ork Ferries, will provide a new and important distribution center for the entire rae MT ae a 
ing New York Harbor, 


~<—— Metropaliten aren. anhattan and Brookl 
j ; . - a 
rite or inquire of any Lackawanna Agent about special freight problems. stations will be furnished 


THE on application to any 
PIONEER IN FAST THROUGH MERCHANDISE SERVICE 


Lackawanna 
Railroad 


construc- 
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ON THE NICKEL PLATE ROAD 


IN CLEVELAND 


NORTHERN OHIO FOOD TERMINAL 


(Open to All Railroads) 


This enormous new terminal covering over 27 acres in 
the heart of Cleveland is equipped with facilities second 
to none anywhere. It provides, at no extra cost, a cen- 
tralized marketing center for Cleveland and all North- 
ern Ohio, eliminates cartage, as cars are delivered at the 
back door of the dealer. It facilitates the re-consign- 
ment of produce to other markets and cities tributary to 
Cleveland and makes a much better and faster outlet 
for your fruits and vegetables. 


Concentrate Your Shipments in 
One Centralized Marketing District 


A Terminal Built to Benefit All Shippers—Buyers—Dealers 


Route Your Fruit and Vegetables 


NickeL Pate Roan 


Northern Ohio Food Terminal Delivery 
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Route your freight via 

Great Northern for fast, con- 

venient and dependable freight 

service...between St. Paul, Minne- 

apolis, Duluth, Superior, Sioux City, Win- 

nipeg, Billings, Butte, Spokane, Portland, 

Klamath Falls, Ore., Seattle, Tacoma and in- 
termediate points. 


The 
CALIFORNIA = EMPIRE 
via the Clean, Cinderless, Scenic 
Great Northern Route BUILDER 
Step aboard the New EMPIRE BUILDER or the Radiokguipped & 
luxurious ORIENTAL LIMITED...ride the 1200 The LUXURIOUS 
clean, cinderless miles behind super-power oil-burn- 
ing and electric locomotives...60 miles by daylight ORIENTAL 
along Glacier National Park...enjoy the courteous 
service of these superbly equipped modern trains LIMITED 
and you will understand the overwhelming popu- 
larity of the Great Northern Route. H. G. Dow 
Eastern Traffic Mgr. 
Through Daily Merchandise Cars to Pacific 233 Broadway 
Northwest and Intermediate Points a 
T. J. Shea 
A.J. Dickinson M. J. Costello H. H. Brown Asst. Gur Peeight Agt. 


Passenger Traffic Mgr. Western Traffic Mgr. General Traffic Mer. 105 W. Adams St. 
St.Paul, Minn. Seattle, Wash. St. Paul, Minn. Room 620, Chicago, III. 


en EE TaN ak 
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THE CLEAN, CINDERLESS, SCENIC ROUTE 





















PAGE 1226 





The Traffic World 


Vol. XLIV, No, % 


Aa $$$ X20 wey 


A NEW ROUTE to the PACIFIC NORTHWIs; 





= : 


CHICAGO 


“HE completion of a standard gauge track over the 
Nevada-California-Oregon line and the new construc- 
tion from Alturas to Klamath Falls creates a route 211 
miles shorter than the present Cascade and Overland 


routes. Freight moving between Oregon and all points east of 
Oregon and Utah will be routed over this short-cut, thus sub- 
stantially reducing the time in transit. 


A new rail route through the picturesque mountains of 
northern California and southern Oregon is now available to 
the traveling public, with through sleeping car service between 
Chicago and Portland. 





Southern Pacific 





You are cordially invited to use the facilities of our 
entire organization in any way we can serve you. 
Simply communicate with our nearest representative 
to you. Atlanta, Healey Bldg.; Baltimore, 209 Morris 
Bldg.; Boston, Old South Bldg.; Buffalo, Ellicott 
Square Bldg.; Cincinnati, Dixie Terminal; Chicago- 
Freight Dept., Southern Pacific Bldg.; Chicago- 
Passenger Dept., 33 W. Jackson; Cleveland, Hippo- 
drome Bldg.; Denver, Boston Bldg.; Detroit, Majestic 
Bidg.; Havana, Pi Y Margall (antes Obispo) 46; Indi- 


CALIFORNIA 
OREGON 
NEVADA UTAH 
ARIZONA NEW MEXICO 
TEXAS LOUISIANA 
and MEXICO 


anapolis, Merchants Bank Bldg.; Kansas City; ma 
way Exchange Bldg.; Memphis, Exchange Bldg.i 
Minneapolis, Metropolitan Life Bldg.; Mexico ow 
Ave. Cinco de Mayo, No. 7; Monterrey, Edificto 
Langstroth; New York City-Fgt.-Pass., 165 Broadway 
Uptown Pass. Ticket Office, 531 Fifth Ave. at a 

St.; Oklahoma City, Perrine Bldg.; Philadelpi, 
Packard Bldg.; Pittsburgh, Park Bldg.; Salt Lake City, 
41 S. Main St.; Seattle, 314 Union St.; St-. ——. 
Carleton Bldg.; Vancouver, B. C., 585 Granville Sti 
Washington, D. C., Shoreham Bldg. 
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Our Platform 


Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Regulation of motor vehicle common carriers in 
interstate Commerce, and a special fee for the use of the 
highway as a place of doing business. 

Regulation of intercoastal steamship business. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give'ithe car- 
fiers as a whole the adequate revenue prescribed by the 
law and the Commission. 4 

Development of inland waterways for commerce 
oly where a careful survey has demonstrated an ade- 
quate traffic demand, and then only for the purpose of 
permitting private operation of carriers thereon, who 
should pay for the privilege of using the waterways in 
order to recoup the taxpayers for the cost of develop- 
ment and maintenance. 

Repeal the Hoch-Smith resolution. 

A traffic department in charge of a capable traffic 
man for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort 
of service that will justify employing them. 

If motor vehicles, intercoastal vessels, and inland 
waterway carriers are not to be regulated, then remove 
regulation from the rail carriers. 





GOVERNMENT IN BUSINESS 

[' the government, believing that the price of iron and 

steel—though, perhaps, as low as private industry could 
make it—ought to be lowered for the good of consumers, 
and so decided to go into the iron and steel business itself, 
would the iron and steel industry complain and would it 
fave a right to complain? If the government thought it 
would be a good thing if the kind of people who read The 
Trafic World could buy such a magazine cheaper and so 
‘cided to publish one through the Department of Commerce 
and sell it at half price or give it away, would The Traffic 
World complain and would it have a right to complain? 
i the government thought it would be good if the price of 
tod stuffs could be reduced and so decided to open a chain 
. Stores itself and sell food to the public at low prices, 
dere the grocers, and butchers, and so on, complain and 
ae have a right to complain? If the government 
“ae ‘ would be good for agriculture if agricultural 
a mery could be sold at half the present prices or given 

’y, and so decided to go into the business itself, would 
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the agricultural implement dealers and makers complain 
and would they have a right to complain? If the govern- 
ment, believing that it would be a good thing if freight 
transportation rates could be lowered, decided to build and 
operate one or more railroads itself, would railroad stock- 
holders complain and would they have a right to complain: 
lf the government, on the same theory, decides to go into the 
business of freight transportation by water at rates arbi- 
trarily under private rail rates, have the railroads a right 
to complain? And should taxpayers complain at any of 
these things, for which they are made to pay that a favored 
few may benefit? 

That, in a nutshell, is the case of government partici- 
pation in business. The railroads certainly do complain of 
the government’s present course with respect to participa- 
tion in the transportation business, though they did not 
begin their complaints soon enough. That they are injured 
by unfair competition is ground enough for them, as it 
would be for the injured parties in any of the illustrations 
we have given above, and it ought to,be enough for any- 
body. But the case is more serious with respect to trans- 
portation than in almost any other industry, for the reason 
that all business and all life depends so much on it. If 
it is crippled there is not only the injury to the stockholders 
but the harm to those who depend on it and who desire 
that it be adequate. 

It is ridiculous to accuse the railroads of selfishness or 
shortsightedness in fighting for their rights, and it is the 
worst of shortsightedness to maintain that the government 
is justified in competing with the railroads or with private 
waterway agencies by any means whatever. The govern- 
ment does not belong in business, as has been said to us 
for a long time by the party in power and its leaders, includ- 
ing the one at present in the White House. It belongs in 
the transportation business no more than in any other. 





ASHBURN ACCURACY 

ENERAL T. Q. ASHBURN, chairman of the board 
G and executive of the Inland Waterways Corporation, 
the government agency that operates the Mississippi and 
Warrior River barge lines, made an address at St. Louis 
this week before the Mississippi Valley Association, in 
which he replied to some of the things said by R. H. Aish- 
ton, president of the American Railway Association, at the 
recent convention of the Associated Traffic Clubs of Amer- 
ica at St. Louis. It is not our intention here to take issue 
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The Hub of Mid-W estern Distribution : 

exce 

PEORIA is served by fifteen railroads. It has adequate terminal facilities poli 

insuring prompt handling of traffic for industries and connections. mat 

Wat 

PEORIA has excellent warehousing facilities, both dry and cold storage. on 

PEORIA is essentially a manufacturing city. It is a natural distribution center mt 

of the Middle West due to favorable freight rates and transportation advantages. 2 

PEORIA is an important grain, coal and livestock market. Many of its manu- os 
factured products, such as agricultural implements, tractors, road making 
machinery, washing machines, iron and steel articles, solvents, livestock and 

poultry feed, and cooperage, are known nationally. i 

PEORIA being in the 100,000 group of cities, should be considered by industries “ 

seeking a location for manufacturing or distribution purposes. . 

PEORIA is an ideal Convention City. It has adequate hotel and entertainment - 

facilities. i 

Bin 

La 







ILLINOIS 


WEE! 


New passenger station under construction. 
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 coneral with what General Ashburn said. Our views are, 
p ew be, well known. But we should like to point out 
ye" sagecuracies in the “facts” presented by the general. 
— spoke of Mr. Aishton as president of the Associated 
trafic Clubs of America. Probably everybody who heard 
him knew that this was an error. It was not a mere slip 
of the tongue, because it is in the copy of his prepared 

It is not important, except as showing looseness. 
Referring to Mr. Aishton’s objection in principle to 
the government competing with the railroads in a transpor- 
tation operation, he said: “‘The government is not embarked 
upon a competitive operation with the railroads,” explaining 
fat it was merely conducting a pioneering, demonstrating 
operation. Regardless of what the government’s ultimate 
purpose May be in this respect, does anyone else who knows 
what is being done by the barge line, whether he likes it 
or not, deny that the barge line is competing with the rail- 
wads for business? Of course it is doing just that—and 
doing it very successfully, in many cases, because of the 
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wer rates it is able to offer. 

Referring to Mr. Aishton’s objection to a competition 
where the competitor is relieved from important items of 
erating costs that the railroads and every other private 
hysiness must meet out of revenue, General Ashburn said: 
‘The Inland Waterways Corporation meets every important 
item of operating costs which any other carrier by water 
would meet or which are met by railroad-owned waterway 









carriers.” 
That is simply not true. The Inland Waterways Cor- 


poration has no cost of capital—the ordinary interest charge 
that private business must pay for the money with which 
it conducts its operations; it has no insurance charge; 
it pays no taxes. It does, we believe, set up a three per 
cent depreciation charge. How, then, can General Ashburn 
justify his statement? He makes no attempt to explain it 
except to say that it is a matter of long continued public 














lities policy that waterways shall be toll free. Though we and 
many others believe that agencies of transportation using 
| waterways should pay toll for that privilege, that is quite 
: another question. The government waterway carriers have 
enter no advantage over private waterway carriers in this respect, 
ages. itis true, but they have an advantage in every other respect 
we have mentioned, not only over the private waterway 
— carriers but also over the railroads. 
king ae 
- N. I. T. L. MEETING 
Commissioner Clyde B. Aitchison will address the morning 
, session of the first day of the annual meeting of the National 
tries Industrial Traffic Association at the Palmer House, Chicago, 
November 20 and 21. His subject will be “The Association 
of Practitioners Before the Interstate Commerce Commission— 
lts Aims and Objects.” The annual dinner will be held at the 
1ent Palmer House the evening of November 20, and business ses- 


slong will begin at 10 a. m. and 2 p. m. both November 20 and 
‘l, The general committee on arrangements consists of George 
A. Blair (general chairman), F. T. Bentley, M. N. Billings, J. W. 
Bingham, J. S. Brown, R. W. Campbell, J. P. Haynes, C. A. 
Lahey and R. C. Ross. 

The dockets of subjects to be considered at the business 
sessions and the individuals reporting follow: 


1, Nominating committee report by Wm. P. Libby, chairman. 
4 xecutive committee report by the executive secretary. 
- Bill of lading committee, by W. R. Scott, chairman: 


(a) Billing shipments to prepay stations on order bills of lading: 
ins ) Failure of carrier to observe bill of lading prohibition against 
‘nspection of property; | 
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(c) Decision in Brownyard vs. Union Pacific R. R. Co.; 

(d) Changes in the bill of lading conditions necessitated by the 
Newton Act; 

(e) “No recourse” clause on prepaid bills of lading; 

(f) Export bill of lading—general average rule. 

4. Car demurrage and storage committee, by J. S. Brown, acting 
chairman: 

(a) Demurrage rule 1-B-4 (a), Note 1; 

(b) Demurrage Rule 2-A-3; 

(c) Demurrage Rule 2-B-1; 

(d) Demurrage Rule 2-B-1 (48 hours’ free time for reshipments); 

(e) Demurrage Rule 2-B-4; 

(f) Demurrage Rule 3-A-1; 

(g) Demurrage Rule 3-B-1; 

(h) Demurrage Rule 3-B-2 and Note; 

(i) Note to Demurrage Rule 3-B-1; 

(j) Demurrage Rule 3, Sections D and E; 

(k) Demurrage Rule 3-E-1 and Demurrage Rule 4-C; 

(1) Demurrage Rule 4-E; 

(m) Demurrage Rule 8-D-4; 

(n) Demurrage Rule 9.—Application of average agreement to cars 
loaded by ‘“‘A”’ with forwarding directions furnished by ‘‘B’’; 

(o) Demurrage Rule 9, Section E; 

(p) Railroad owned cars used in intraplant: service; 

(q) Storage Rules Nos. 1 and 6-D; 

(r) Storage Rule 2-B-1; 

(s) Storage Rule No. 2-B; 

(t) Demurrage Rule 2-B-3, proposed change in; 

(u) Demurrage Rule 3-A, Note 1; 

(v) Demurrage Rule 1-B—Storage Rule 1-D; 

(w) Storage Rule 1-D, new exception to. 

5. Classification committee, by Wm. P. Libby, chairman: 

(a) Town meetings; 

(b) Proposed modification of Section 2, Rule 34 

(c) Raising of minima on 42 and 45-foot cars to 50-foot basis; 

(d) Changes in Rules 24 and 34 as covered by Supplement 33 to 
Consolidated Freight Classification No. 5: 

(e) Agreement with traffic executives relating to procedure before 
carriers’ rate committees applies to classification changes. 

6. Cooperate with the railroad traffic executives committee, by 
W. H. Chandler, chairman: 

(a) Docketing rate changes 
Ccemmission; 

(b) Revised agreement; 

(c) Docketing milk and cream rates; 

(d) Status of subjects not disposed of at last meeting with traffic 
executives; 

(e) Showing intraterritorial rate changes separately 
territorial rate changes on dockets of traffic associations; 

(f) Docketing changes in rates from Canada and Mexico to United 
States destinations; 

(g) Rule 34 Consolidated Classification; 

(h) Proposed plans for arbitrating differences between 
and receivers: 

(i) Conclusion. 

7. Diversion and reconsignment committee, by 
chairman: 

(a) Reconsignment Rule 17; 

(b) Proposed change in Note 3 to Rule 12; 

(c) Proposed change in Note 3 to Rule 14; 

(d) Proposed change in Rule 10; 

(e) Proposed change in Note 1 to Rule 12; 

(f) Proposed change in paragraphs (a) and (b) of Rule 16: 

(g) Proposed change in Note 4 to reconsignment Rule 16; 

(h) Proposed change in Rule 5. 

8. Export and import traffic committee, by Carl Giessow, chairman. 

9. Express committee, by R. R. Luddecke, chairman: 

(a) Settlement of express claims; 

(b) Sub-block express rates; 

(c) Railway express agency. 

10. Freight claims and claim prevention committee, by E. A. Jack, 
chairman. 

11. Highway transportation committee, by C. B. Baldwin, chairman: 

(a) Legislation; 

(b) Taxation. 

12. Inland waterways committee, by F’.. S. Keiser, chairman: 

(a) H. R. 1814—Proposed improvement in commerce and naviga- 
tion on the Illinois River; 

(b) Development of inland waterways. 

13. Legislative committee, by R. C. Fulbright, chairman: 

(a) General; 

(b) Consolidation of railroads; 

(c) Amendment authorizing the Commission to act by one member 
or by an employee or board of employees; 

(d) Interest on loss and damage claims; cm 

(e) Regulation of express companies; 

(f) Restriction on Commission’s power to order the establishment 
of New Routes; 

(g) Time for filing loss and damage claims; 

(h) Division of the Commission and its jurisdiction. 

14. Membership committee, by R. A. Blanchard, chairman. 

15. Passenger traffic committee, by Leo E. Golden, chairman. 

16. Postal service committee, by J. E. Wilson, chairman: 

(a) H. R. 1234, authorizing imposition of demurrage charges on 
undelivered collect-on-delivery parcels; 

(b) H. R. 9195—parcel post to Cuba. 

17. Rate construction and tariffs committee, by W. J. 
chairman: 

(a) Tariff Circular 20-A; 

(b) Routing in tariffs; 

(c) Emergency routing clause in tariffs; 

(d) Intermediate clause; 

(e) Fourth section application No. 12725—lumber rates from Pacific 
coast to Central Freight Association territory. 

18. Transportation instrumentalities and car service committee, by 
Wm. H. Perry, chairman: ; 

(a) Leasing privately owned cars to individuals, firms and indus- 
tries for advertising purposes; 

(b) Grain loading—poster on 

(c) Should capacity of box cars be restricted to forty tons? 

(d) Variation in the dimensions of car doors; 

(e) Comparative statement of freight and passenger cars 
locomotives ordered by the carriers 1928 vs. 1929. 

19. Weighing committee, by M. N. Billings, chairman: 

(a) National code of weighing rules; 

(b) Tolerance allowance on grain as it applies to assessment of 
freight charges; 

(c) Complaint of Corn Belt Merchants’ Association. 
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20. Treasurer, report of, by R. W. Campbell. 

21. Finance and auditing committee, by C. A. Lahey, chairman, 

22. Budget of the interstate commerce commission, special com- 
mittee, by P. M. Ripley, chairman. ’ ’ 

23. Coal claim rules, special committee, by J. D. Battle, chairman. 

24. Cooperative procedure before interstate commerce commission, 
special committee, by R. I. Pierce, chairman: 

(a) Statement; 

(b) Purpose of the league’s special committee on cooperative pro- 
cedure before interstate commerce commission; 

(c) Analysis of the work of the Commission; 

(d) Preoedure before the Commission; 

(e) Shortened procedure; 

(f) Modified procedure; 

(g) Conference plan; 

(h) Procedure prior to submission of cases for final decision; 

(i) Pleadings; 

(j) Submission of evidence; 

(k) Oral argument; 

(1) House Bill 16883; 

(m) Recommendations; 

(n) Appendix. 

25. Embargo rules and regulations, 

Orchard, chairman. 

26. Fibre containers for export shipments, special committee, by 
E. C. Nettels, chairman. 

27. Fourth section, special committee, by J. P. Haynes, chariman. 

28. Hague rules, special committee, by C. E. Herrick, chairman. 

29. Merchant marine, special committee, by Seth Mann, chairman. 

30. Payment of freight charges, special committee, by J. H. Beek, 
chairman. 

31. Rail and water competition, special committee, by C. E. Childe, 
chairman. 

32. Railroad accounting rules, special committee, by W. H. Day, 
chairman, 

33. Revision of constitution and by-laws, special committee, by 
R. C. Ross, chairman. 

34. York-Antwerp rules, by FP. M. 
chairman, 

35. New business. 


COMBINATION AND THROUGH RATES 


Editor, The Traffic World: 

For some time the Commission has held that a through 
rate, whether class or commodity, takes precedence over any 
combination rate, no matter how much lower such combination 
may be. At the same time, it requires all tariffs to be pub- 
lished subject to Rule 56, of Circular 20. The result is, of 
course, as every traffic man knows, that whenever a lower 
combination is found, it is necessary to request the carriers to 
publish such lower combination as a through rate. And, in the 
meantime, shipment after shipment may go forward at the 
through rate. 

Of course, from a monetary consideration, this is corrected 
by the carriers making application to the Commission on the 
special docket for authority to refund, and, in the course of 
several months after the lower rate becomes effective, the 
shipper or consignee gets a check for the difference between 
the two rates. 

It may be argued that the traffic manager should hunt up 
all these combinations and get them published prior to ship- 
ment, thus avoiding necessity of getting reparation. But, if a 
firm is not shipping to, or has no market in, the territory to 
which lower combinations apply, what difference does it make 
what the rate is? If, however, it develops that business can 
be secured in a certain territory, then it is time enough to be- 
gin checking possible combinations and applying to carriers 
for publications. 

Now, the preparing of the papers in a special docket appli- 
cation takes the time of carrier and, when presented to the 
Commission, must be considered before the order is issued. It 
may be that consideration of these applications by the Com- 
mission is only a formality and is not a burden on that body 
but, surely, collectively, much time is spent on the part of 
everybody—shipper, carrier, and Commission—and, to my mind, 
could be eliminated if combination rates could be made ap- 
plicable where lower than through rates. It is noted that in 
the last two major adjustments—southeastern class rates and 
southwestern revision—special permission has been granted to 
apply lower combinations than the through rates. Why not 
extend it generally, thus eliminating a lot of lost motion? 

Muncie, Ind., November 14, 1929. P. i. ‘Tiger. 


THE NEW CORRESPONDENCE SCHOOL 


Editor The Traffic World: 

I have read your editorial, “The New Correspondence 
School,” in The Traffic World, October 12, 1929. 

It may be of interest to your readers to know what brought 
about the change that necessitated the house-cleaning among 
various correspondence schools. 

A trade practice conference for those engaged in teaching 
various subjects by correspondence was held at Pittsburgh, Pa., 
April 30, 1927, at which J. F. Nugent, of the Federal Trade 
Commission, presided, assisted by M. Markham Flannery, di- 
rector, trade practice conferences. 

The conference was attended by representatives of insti- 
tutions that conduct about 80 per cent of the volume of business 
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in this field. There were also represented the Uniteq 
Bureau of Efficiency and the United States Civil gery. 
mission. vee Com, 

After the conference convened, Commissioner 
lined the purpose and policy of the Federal Trade Commicc: 
with reference to trade practice conferenecs. The dines 
Trade Practice Conferences then acquainted those as cer 
with the various alleged unfair methods of competition Pita 
in complaints filed with the commission from various an 
of the country. Section 

A secretary was chosen by the members from 
present and, at the request of the chairman, the direct 
Trade Practice Conferences read, section by section ph, 
adopted by members of the industry at an unofficial pone Hay 
as well as a memorandum of practices not covered bh pee, 
rules, which had come to the attention of the peti Ren, 
There were then read by a representative of the Civil na 
Commission certain objections which said commission had “. 
with reference to the activities of certain correspondence schol, 

A committee of seven was appointed to draft Tuleg in cop 
formity with the spirit of the resolutions adopted. 0p he 
entation of the report of this committee, each rule or Tesolution 
was separately discussed and voted on. 

The methods condemned by the conference covered a broad 
field, involving misrepresentation as to standing, responsibility 
or character of a correspondence school, either by failing t 
tell the whole truth or by deliberate misrepresentation, 

After due consideration, the commission approved the Tes 
"| adopted by the industry, to become effective January 

As space does not permit reproducing these resolutions, 1 
copy of them may be had by sending 35 cents to the Supe. 
intendent of Documents, Washington, D. C., requesting copy yf 
“Trade Practice Conferences,” which, in addition to coverig 
correspondence schools, also covers fifty-five other industries 

I am for fair competition and believe that the whole truth 
in advertising pays. O. W. Soderquist, 

Chicago, Nov. 11, 1929. Triangle Training Service. 


CONGRESS AND TRANSPORTATION 


The Traffic World Washington Bures 


Action by Congress, at the regular session that will begin 
in December, on proposed railroad unification and motor bus 
regulation legislation is regarded as a probability by Represer 
tative Snell, of New York, chairman of the House committee o 
rules. He personally favors action with respect to improve 
ment of the St. Lawrence waterway, though he points out that 
an arrangement with Canada, not yet in existence, covering the 
proposed improvement, is “the pivotal factor in the situation” 
He says he intends to press for action on legislation that may 
be necessary to pave the way for improvement of the St. Lav 
rence. It has been reported that army engineers working 0 
the survey of the so-called all-American route from the Gre 
Lakes to the Atlantic have reached a conclusion not favorable 
to such a project. Mr. Snell, referring to such reports, says it 
is quite likely that, if a waterway as an outlet from the wet 
is constructed, it will be via the St. Lawrence. A formal report 
on the all-American route has not yet been made public. 

Railroad unification legislation is expected to come up, #& 
cording to Mr. Snell. As to bus legislation he thinks it almost 
imperative that, because of the large volume of bus transporls 
tion business, Congress enact legislation providing for regult 
tion of the bus in interstate commerce. 

“Bus lines are multiplying rapidly all over the United States 
and, in many cases, railroads are operating bus lines to met 
the competition,” said he. “I think it is imperative to have 
some kind of regulatory legislation and I rather think there 
will be.” 

Bills providing for railroad unification and motor bus regt 
lation are pending in the House and the Senate. Represents: 
tive Parker, chairman of the House committee on interstalt 
and foreign commerce, has introduced the railroad unification 
bill (H. R. 3208) and the bus regulation bill (H. R. 3822) in the 
House. These measures have been referred to the chairmats 
committee. The committee was not organized in the presell 
special session of Congress. It will be organized at the begit: 
ning of the regular session. The committee, at the last re 
session of Congress, adopted a favorable report on the railroa 
unification bill but no action was taken in the House and the 
measure died with the close of the session. tb 

In the Senate, Senator Fess, of Ohio, has introduced e 
railroad unification bill (S. 668), which is similar in — 
spects to the Parker bill. Senator Couzens, of Michigan, 
man of the Senate interstate commerce committee, bas 
duced the bus regulation bil] (S. 1351) in the Senate. os 
the measure that has the support of the various groups in favor 
of bus legislation, such as the state commissioners, electric 
steam railroads, and the bus operators as represented by 
National Association of Motor Bus Oeprators. 
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It is believed to be beyond cavil that 
a vast majority of those who bring troubles 
to the Commission are interested in rep- 
aration. For that reason, it is suspected 
that litigation before the courts with respect 
to the reparation policy of the Commission 
will be continued until no crevice in any door or what looks 
ike a door will be left untried. : 

Charles E. Cotterill, attorney in the writ of mandamus case 
based on the Commission’s denial of reparation in the Capital 
Grain and the Ralston-Purina cases, is advising his clients to 
yk for rehearing before the District of Columbia Court of Ap- 
yeals, Which reversed the lower court after that tribunal had 
sued @ writ of mandamus commanding the Commission to 
nake findings that, presumably, would result in awards of rep- 
gration. It is Mr. Cotterill’s view that the opinion of the Court 
of Appeals betrays a strong indication of a view by the court 
that the Commission’s decisions on reparation in general rate 
revisions have been wrong. But he admits that the narrow 
question before the court had to do alone with the power of 
the courts to correct such Commission errors. Believing that 
the appellate court opinion was based on a misconstruction of 
the statute as to findings of fact by the Commission and that 
the court took too circumscribed a view concerning the power 
of the courts in such cases, he is giving his clients the advice 
before set forth. 

It is interesting to note that the Commission, in many 
late cases, has abandoned the ground it formerly set forth as 
reason for denying reparation in general revisions, such as it 
sid was the revision in which the Capital Grain and Ralston- 
Purina cases became entangled. It now makes a definte find- 
ing that the rates were not unreasonable in the past, but will 
be unreasonable for the fututre to the extent indicated. It is 
not improbable that the Commission will be asked, in the Cap- 
ital Grain and Ralston-Purina cases, to reconsider its decisions. 
In them it found the rates, by implication, at least, unreasonable 
at some time prior to the day the new rates became operative 
because it denied reparation on the ground that, because there 
were increases and reductions, it would follow its custom of 
denying reparation. 

Those who claim reparation feel that the course Congress 
has held in the last four years indicate that it intends repara- 
tin shall be granted. They ground that feeling on the fact 
that Congress has paid no attention to the Commission’s rec- 
ommendation that it be relieved from the duty of making awards 
of reparation. The Commission, about the same time, asked to 
be relieved of the duty of making a so-called permanent plan 
for the consolidation of the railroads. Last winter a motion 
made to renew that recommendation in the course of hearings 
a Commission matters before committees of Congress was lost 
by a tie vote, five to five, Commissioner Meyer being absent. 
Thereupon, the Commission decided to proceed with work look- 
ing to the making of such a plan. Its members are so opti- 
mistic on that subject now that they believe that, some time 
= month, they will be able to put forth a plan and thereby 
. y the behest of the statute. Shippers interested in repara- 
on are inclined to the view that, inasmuch as Congress has 
lot relieved the Commission of the duty of making awards of 
Teparation, it should change its course and make awards, espe- 
pee in instances where a long time intervenes between the 
: oe of rates as unreasonable and the establishment 

stitutes for those condemned. 
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A suggestion has gone around that 
the Commission is knocking at the 
wrong door when it asks railroad presi- 
The 5 : dents to prepare consolidation plans. 
a a is that it had better go to the financial houses 
stockhela anks ; they, it is pointed out, are the leaders of the 
the ebieens It is admitted that the banks, as the leaders of 
read com Olders, choose the high executive officers of the rail- 
uealives oe’ but it is further observed that the operating 
a8 they -¢ are chosen largely because they have used the tools 
given th “pe existed for a long time and have not, as a rule, 

tir major thoughts to the contriving of new tools— 


meaning larger railro 
ad system ; 
mating large ratlro ystems as appliances for getting in 


Could Bankers Make 
Consolidation Plans? 
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The last mentioned point might have been regarded as good 
nine years ago, when Senator Cummins had his vision of the 
strong sisters taking the weak sisters into their households 
and thereby making the union, perhaps, less sttrong than the 
strong sisters, acting alone, had been, but stronger than the 
weak sister roads had been when acting alone. At all times 
since 1920, it has been on the statute books that the Commission 
and its advisers should give thought to the creation, by con- 
solidation, of a limited number of systems. Therefore, it might 
be assumed that the executives chosen, primarily, on account 
of their operating ability, had been thinking in terms of con- 
solidation and that it could no longer be truthfully said of them 
that they were immersed only in operating problems, using the 
word “operating” to cover all the activities of a railroad. 

However, inasmuch as the Commission expects to get out 
a plan in December, speculation on that point is probably not 
worth much. When the plan is presented the fun will begin. 
While the plan has been called a permanent plan, the law gives 
the Commission the power to change the plan whenever it thinks 
change desirable. In other words, the “permanent” plan will 
still be open to amendment. Inasmuch as the valuations on 
which consolidations are to be based have not been completed 
and probably will not be for many months, if not years, the 
thought among well informed men is that the period of unifica- 
tions less than consolidations will continue for an indefinite 
period. The Commission has no power to compel consolidation 
and probably never will have while the railroads are able to 
keep out of the bankruptcy court. General disaster might force 
a change in the law simply for the protection of the public, and 
when compulsory consolidation comes, many believe, the day 
of government ownership will be at hand. 





Those taking a moving interest in the or- 
ganization of an association of Commission 
practitioners this week finished mailing invita- 
tions to 2,619 who are eligible to become char- 
ter members of the Association of Interstate 
Commerce Practitioners. Karl Knox Gartner, 
treasurer of the association, has had the burden of bringing to 
the attention of the eligibles the facts in respect to the matter. 
The controlling fact is that, under the terms of the constitution 
of the association, the right to become a charter member must be 
exercised on or before December 31. In other words, the eligible 
ones must tell him of their desire to become members not later 
than the last day of the year. It was the desire of Mr. Gartner 
to put an invitation into the hands of every eligible. Failure 
of any eligible to receive an invitation will be due to some 
error in the distribution machinery and against the desire of 
those carrying on the work of getting the association on its feet. 

The hope is to create an organization that will be to the 
practitioners before the Commission what the various bar asso- 
ciations are to practitioners before the various courts—that is, 
a body that will help the Commission enforce rules of practice 
intended for the benetfi of the right-minded practitioners who 
desire as high ethical standards to prevail in the practice before 
the administrative body as are supposed to govern the prac- 
titioners before the courts. The preliminary organization has 
been made, but the association will not have any members 
unless and until the invitations to become members have been 
accepted by the eligibles. Those eligible to become charter 
members are those who were admitted to practice before 


October 1. 
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New England may go on record, No- 
vember 21, with an opinion as to what 
the Commission should do with its rail- 
roads when it makes its plan for con- 
solidation. On that day the New Eng- 
land Council will meet. About 1,500 
business men are expected to participate in its deliberations. 
A committee of 30, appointed by the six governors, has been 
looking into the question as to what would serve New England 
interests best. There is said to be a considerable sentiment 
for an all-New England system. One of the leaders on that 
side of the question is E. G. Buckland, chairman of the board 
of directors of the New Haven. 

As reported in the newspapers, Mr. Buckland regards New 
England as a terminal area that should be served by one sys- 
tem that would give all railroads able to reach New England’s 
borders opportunity to have their traffic received and delivered 
without discrimination in the interest of favored connections. 
Adoption of that plan would deprive the New York Central 
of the Boston & Albany and the Canadian roads of their branches 
in the six states. 

L. F. Loree, in his latest plan, would apply the terminal 
area idea along the Atlantic seaboard by creating a terminal 
system around the Delaware & Hudson that would have an 
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equal interest in all ports and therefore have no incentive to 
promote port fights. 

Obviously, New England does not expect the Commission 
to say the last word about consolidation plans when it makes 
its report, some time in December, if the commissioners are 
able to agree on the general outline of a definite plan by that 
time, else the men to meet in what looks like a town meeting 
of the business men on November 21, would probably not make 
suggestions. 


: . The Tuscarora Oil Company, Ltd., 
Pumping Gasoline office at 26 Broadway, New York, has given 
Up the Hill examiners of tariffs, not to mention the oil 

industry and a good many railroad traffic 
managers, a thrill by filing a tariff (its I. C. C. 20, effective 
December 12) establishing rates on gasoline to be transported 
by pipe line from Bayway, N. J., to Hamilton, N. J., and thirteen 
points in Pennsylvania, only a few of which have United States 
post offices. The latter stretch across Pennsylvania east and 
west. Hamilton is to be the only delivery point in New Jersey. 
The rate to that point is to be fifteen cents a barrel of 42 gal- 
lons. The highest rates are 44 cents at Watts Mill and 45 cents 
at Midland. Watts Mill is not shown in the United States 
postal guide. Midland is in Beaver county, west of Pittsburgh. 
The thrill to the traffic elements and the oil industry lies 
in the fact that, if there ever has been a common carrier of 
gasoline by pipe line the Commission’s files do not readily yield 
the fact. The pipe lines have been accustomed to taking crude 
oil to the refiners. But in recent years the tankers have de- 
prived the pipe lines of much of their business. From 1927 to 
1928 the operating revenue of the Tuscarora line fell from about 
$940,000 to about $247,000 on account of the desertion of the 
pipe lines. Now, it is inferred from the tariff, the Standard of 
New Jersey intends using the pipe line for the transportation 
of gasoline westbound as a substitute for the crude that used 
to be piped eastward. Recently, according to trade reports, 
the Standard of New Jersey decided to extend its markets into 
Pennsylvania in competition with another refining company 
classed as a Standard affiliation. Hitherto, transportation of 
gasoline by pipe line has teen regarded as practically impos- 
sible, on account of its volatility and ability to get through small 
leaks in the ordinary pipe line. 
Fifty thousand barrels, with a three per cent deduction for 
shrinkage, is to be the minimum tender accepted for shipment. 
—A. E. H. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended November 2 
totaled 1,071,650 cars, according to the car service division of 
the American Railway Association. Due to the usual seasonal 
decline in freight traffic, according to the division, this was a 
reduction of 62,160 cars under the preceding week this year, 
and a reduction 32,292 cars under the same week last year, but 
an increase of 32,575 cars above the same week in 1927. 

Loading of revenue freight for the first 44 weeks this year 
totaled 45,628,611 cars, an increase of 1,596,025 cars above the 
corresponding period in 1927. 

Revenue freight loading by districts the week ended No- 
vember 2 and for the corresponding period of 1928 was reported 
as follows: 


Eastern district: Grain and grain products, 6,019 and 7,278; live 
stock, 2,768 and 3,130; coal, 43,014 and 43,361; coke, 3,082 and 2,490; 
forest peonee’, 4,036 and 4,282; ore, 4,440 and 3,897; merchandise, 

C. L., 75,442 and 74,639; miscellaneous, 99,886 and 107,434; total, 
1929, 238,687; 1928, 246, 511; 1927, 228,572. 

‘allegheny afstrict:’ Grain and grain products, 3,153 and 4,497; live 
stock, 2,369 and 2,698; coal, 43,658 and 45,176; coke, 5,579 and 5,687; 
forest products, 3044 and 3,070; ore, 9,683 and 10,172; merchandise, 
L. C. LL, 58,500 and 57,587; miscellaneous, 91,924 and 94,651; total, 
1929, 217, 910; 1928, 223, 538; 1927, 202,444. 

Pocahontas district: Grain and grain products, 228 and 232; live 
stock, 235 and 338; coal, 46,675 and 45,753; coke, 523 and 344; forest 
products, 1,548 and 1,689; ore, 237 and 103; merchandise, L. C. L., 
7,448 and 7,846; miscellaneous, 6,823 and 7,131; total, 1929, 63,717; 1928, 
63, 436; 1927, 52,283. 

Southern district: Grain and grain products, 3,334 and 4,594: live 
stock, 1,657 and 2,147; coal, 25,783 and 28,815; coke, 570 and 479; ag 
products, 18,603 and 21,492; ore, 1,005 and 1,000; merchandise, L. Bas 
42,855 and 41, 950; miscellaneous, 54,927 and 59,783; total, 192 29, 148, 734; 
1928, 160,260; 1927, 156,938. 

Northwestern district: Grain and grain products, 9,622 and 16,549; 
live stock, 9,108 and 8,347; coal, 9,493 and 9,543; coke, 1,708 and 1,415; 
forest products, 14,145 and 16,516; ore, 26,: 394 and 28, 741: merchandise, 
lL. C. k, 33,385 and 32,686; miscellaneous, 43,697 ‘and 45, 250; total, 
1929, 147,552; 1928, 159,047; 1927, 148,815. 

Central Western district: Grain and grain products, 10,517 and 

13,057; live stock, 14,526 and 13,870; coal, 17,146 and 16,650; coke, 321 
and 282; forest products, 10,864 and 11,366; ore, 3,600 and 3,760; mer- 
chandise, L. C. ta, 36,413 and 36,183; miscellaneous, 72,518 and 68,406; 
total, 1929, 165,905; 1928, 163,574; 1927, 163,069. 
f Southwestern district: Grain and grain products, 5,463 and “ot 
live stock, 3,220 and 3,429; coal, 6,639 and 7,056; coke, 165 and 159; 
forest products, 7,531 and 7,771; ore, 452 and 573; vere ge in ©. 
L., 17,148 and 16, 871; miscellaneous, 48,527 and 45,286; total, 1929, 89,145; 
1928, ’87, 576; 1927, 86,954. 





Total, all roads: Grain and grain products, 38,336 and 
stock, 33,883 and 33,959; coal, 192,408 and 196,354; coke Fi 
10 856; forest products 59, 771 and 66, 186; ore, 45, 811 and OgllaM and 
chandise, L. C. L., 371,191 and 267,762; miscellaneous, 4i 46; tee. 
427,941; total, 1929, 1,071,650; 1928, 1,103,942; 1927, 1,039,675 18 a ang 


Loading of revenue freight in 1929 compared with th 
previous years follows © tr 


1929 1928 7 

Four weeks in January............ 3,570,978 3,448,895 ; 
Four weeks in February.......... 3,767,758 3,590, 1742 3,756, 65 
Five weeks in March............ . 4:807,944 4)752°559 i at, My 
Four weeks in April............+. 3,983,978 3,740,307 adie 
Four weeks in May.........00.00. 4,205,709 4,005,155 ee 
Five weeks in June................ 5,260,571 4,924°115 pike 
Four weeks in. July..c<.cccecccscs 4,153,220 3,944,041 ine 
Five weeks in August........... : 5'590;853 5.348407 uh 
Four weeks in September......... 4,538,575 4,470,541 ae 7,2 
Four weeks in October............ 4,677,375 4,703,882 ang 
Week ended Novemebr 2.......... 1,071,650 1,103'942 tin 
OE Ses asistithn ce dedintncesaninds 45,628,611 44,032,586 ‘pian 
The Commission’s official statistics on operating Teventies 


and operating expenses of Class I railroads for September and 
the nine months ended with September, compiled by the Bure 
of Statistics from carrier reports, follow: ; 


SEPTEMBER 
1929 1928 
Average number of miles operated........ 241,692.38 241 1962 
Revenues: 7 
EL. -d:dtre puis mbbamewrewns suaiawoweseate $ 434,971,606 424, 
SE Grecxatvnckebnerssuisctue eines 75,735,988 02H 
EE Mark shs i bie bs She Rae oo. koa meth $11,253,502 9,019'044 
rrr occ ceeccecscccece 13,194,355 12 710, $43 
All other transportation............. - 18,451,724 18,291 543 
Incidental ........sesescesssscceccvecs 12,090,654 11,796,915 
Joint facility—Cr........scesccsccccee 1,349,321 1,082.73) 
DOME SRCUNOPSEOIE © 060 5.055505 a cececwense 327,593 "967 3% 
Railway operating revenues....... 566,719,557 556,915,835 
Expenses: 
Maintenance of way and structures.. 77,509,244 74,975,130 
Maintenance of equipment............ 99,943,821 95,903.91 
Traffic pecs Thiet i eee 10,628,537 10,193,007 
EPOMBMOCURTION ib sc o.05:0:6:5:0.0000 50000001 175,314,816 175,904,677 
Miscellaneous operations.............. 5,071,849 4,874,613 
General ............ eee ee ee 16,165,506 15,938,036 
Transportation for investment—Cr.... 1,284,637 1,448,397 
Railway operating expenses....... 383,349,136 376,241,047 
Net revenue from railway operations..... 183,370,421 180,674,741 
EOGEEWEY TRE BCCTURM 6 oi. ccccceccccccssesves 38,635,478 35,786,607 
Uncollectible railway revenues............ 99,977 100,106 
Railway operating income........ 144,634,966 144,788,078 
Equipment ‘rents—Dr. balance............ 8,452,180 8,219,861 
Joint facility rent—Dr. balance........... 2,284,771 2,076,896 
Net railway operating income.... 133,898,015 134,491,321 
Ratio of expenses to revenues (per cent) 67.64 67.46 





*Includes $3,670,423 sleeping and parlor car surcharge. 
fIncludes $3,845,849 sleeping and parlor car surcharge. 
tIncludes approximately $2,008,547 back railway mail pay. 


NINE MONTHS 


1929 1928 
Average number of miles operated........ 241,544.65 240,956.34 
Revenues: 
SIL. 555,004: s/Shbhse'ore 4s oleae wieawiaamen $3,617,466,185 $3,421,198,077 
dice itnwbnida nM aWiage Swedes §670,547,767 £609,501,232 
BEE ca pak Oscar niweCed nieuws cewek oandaews |]110,745,985 73,323,366 
eee 108,417,561 101,781,368 
All other transportation... ....... <0 159,682,219 15,000,505 
EE ee - 101,174,444 93,239,672 : 
Bs ae eee 10,008,188 9,993,813 
JOU MCMIGRDE .. oi.0 occicccdicccccccens 2,929,384 3,190,481 
Railway operating revenues....... 4,775,112,965 4,541,847,58 
Expenses: 
Maintenance of way and structures.. 655,499,440 639,020,840 
Maintenance of equipment............ 907,047,725 878,285 
BEE Sniteracdcatsacvessenseusss cause 97,414,365 94,165.10 
MUNN, 55,556,066 wists. a'6 nincraessnace dare 1,574,118,927 1,558,869,279 
Miscellaneous operations.............. 44,616,745 42,392,31/ 
eee ee ee ee 145,557,530 145 252,501 
Transportation for investment—Cr.... 9,879,081 11,567,307 
Railway operating expenses....... 3,414,375,651 3,346, 368,629 
Net revenue from railway operations..... 1,360,737,314 1,195, 478,95: 
EASING GOK ACOTURIG . 0.0 6:0:66.6.0:0 scccscceeees 310, 914, 371 286, pd os 
Uncollectible railway revenues............ 857,732 _ 
Railway operating income........ 1,048,965,211 907,824,166 
Equipment rents—Dr. balance............ 69,963,610 68,8812 
Joint facility rent—Dr. balance........... 18,922,901 18,36 
Net railway operating income.... 960,078,700 320,572,$%" 
Ratio of expenses to revenues (per cent) 71.50 73.88 


~~~ §Includes 3 ,046,726 sleeping and parlor car surcharge. 
{Includes $30,508, 559 sleeping and parlor car surcharge. 
tIncludes approximately $27,754,902 back railway mail pay. 
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74,975,150 
95,803,96) 
10,193,007 
175,904,677 
4,874,613 
15,938,036 
1,448,397 
376,241,047 
180,674,791 
35,786,607 
100,106 
144,788,078 


8,219,861 
2,076,895 


134,491,321 
67.6 
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1928 
240,956.34 


$3,421,198,07 
$609,501,282 


9,993,813 
3°190,481 


4,541,847,582 


639,020,840 
878, 235,890 


145,252,301 
11,567,307 
3,346, 368,628 
1,195,478,95 
286,695,002 
959,185 
907,824,166 


68,881,518 
18,369,695 


820,572,952 


73.68 
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Teentaal a a a le a 
Decisions of Interstate Commerce Commission 





eneneeeneeeeettttt 
PORT SERVICE CASE 


With five of the eleven commissioners dissenting, in whole 
» in part, the Commission, in No. 12681, charges for wharfage, 
+ ‘ling storage, and other accessorial services at Atlantic and 
tans opinion No. 15058, 157 I, C. C. 663-701, has decided 
gulf ports, OP Pag ; 

‘hat the evidence 1S insufficient to show that the charges on 
ote import, coastwise and intercoastal traffic imposes a 
aoe on other traffic. It has therefore discontinued the pro- 
ol The inquiry was begun in 1921, as a consequence 
? the Secretary of War’s submittal to the Commission of a 
report of the chief of engineers of the army. 

"Ty substance that report was that the railroads were unable 
9 provide the costly piers to reduce the time in the ports of 
the large war-time fleet of commercial vessels which was 
seeking to operate in competition with commercial rivals; that 
he charges of the railroads at south Atlantic and Gulf ports 
equaled about one-fourth of the cost of the accessorial services 
incident to the transfer of traffic to and from the rail ends; 
that private terminals could not operate at such low charges 
as the railroads made in competition with the rail carriers; 
and that inadequate and inefficient facilities afforded by the 
nilroads at those ports restricted shippers of import and ex- 
prt traffic. The Commission said that other issues were raised, 
put that those herein stated were the dominant ones. 

Apparently the purpose of that report, said the Commission, 
yas to carry out the duties of the War Department and to seek 
its aid in bringing about the remedies necessary to conform 
the port situation to the policy declared by Congress of pro- 
noting, encouraging and developing water transportation facili- 
ties in connection with the commerce of the United States. It 
cited section 500 of the transportation act, section 8 of the 
merchant marine act and a part of the river and harbor act of 
1919 to show the policy. 

The view was expressed, says this report, “that the ter- 
ninal tariffs of the railroads should be amended by increasing 
the accessorial charges to afford an opportunity to all con- 
cerned to provide needed facilities with reasonable prospect 
of profit. It was upon these representations that we instituted 
this proceeding.” 

At first the inquiry was limited to south Atlantic and Gulf 

ports where there is a considerable separation of chargés for 
line-haul and accessorial charges. The record as to them was 
made in 1921 and 1922. In a previous report in this case, 93 
,C. C. 609, the Commission stated its conclusion that the pro- 
eeding should be reopened and enlarged to include all Atlantic 
aud Gulf ports. Further hearings, on the enlarged scope, were 
teld in 1927 and 1928. The enlarge case brought in the north 
Atlantic ports at which the general rule was no separation of 
the line-haul and accessorial or port charges. 
__ In this report the Commission, with five dissenters, as here- 
inbefore set forth, found that the rail-water terminal facilities 
at orth Atlantic, south Atlantic and Gulf ports had been shown 
0 be reasonably adequate to accommodate export, import, 
coastwise and intercoastal traffic; and that the evidence was 
insufficient to show that the charges on the classes of traffic 
mentioned imposed a burden upon other traffic. 


A further finding was that the record did not warrant the 
brescription of a tariff rule requiring the accessorial or terminal 
tharges to be stated separately from the line-haul rates on the 
lasses of traffic to and from the ports on the three coasts 
covered by the report, 

However, the Commission found some things needing cor- 
fection, It said that every effort should be made by carriers, 
When leasing their warehouses to shippers to obtain terms no 
less favorable than would be obtained, under similar restrictions 
and conditions of use, were the warehouses owned independently 
ot the railroad. It found that practice of according storage 
pe for fertilizer moving in interstate or foreign commerce 
eg other than those named in the published tariffs was in 
— ot section 6 of the interstate commerce act. This 
re ag as to railroad facilities at Wilmington, N. C., 
aa Ts on, S. C., Savannah and Brunswick, Ga., Jacksonville 
rallveade 1a Fla., and New Orleans, La., where some of the 
indivia eased storage facilities either to shippers or private 

uals at fixed annual rentals instead of collecting the tariff 


Charges on the tonnage handled. The leases, the Commission 


8 = 
tae ae provided for the routing of traffic over the lessor’s 


€xDlanat 


- the rates did not exceed those of other railroads. In 
on of the practice of such leasing, the report said, 








counsel for the railroads pointed out the volume of fertilizer 
their respective lines had transported in the last few years, 
attributing much of the tonnage to the existence of the leases. 

The principle that carriers in such leases should make every 
effort to obtain leasing land terms no less favorable than would 
be obtained, were the land owned independently of the railroad, 
was laid down in Leases and Grants by Carriers to Shippers, 
73 I. C. C. 671. In this case the Commission said that the leasing 
of warehouses for storage that was not incident to interstate or 
foreign commerce should be governed by the principles an- 
nounced in that case. It said that the evidence indicated that 
the warehouses were leased for the purpose of influencing 
traffic to the rails of the lessors. 

In behalf of private and municipal warehouse and rail-water 
facilities, said the report, it was urged that the charges for 
the use of the railroad-owned facilities at the ports were so low 
that it was impossible for the private or municipal facilities to 
meet railroad competition. A witness for the Bush terminal, 
it said, testified that the remedy would be to require the rail- 
roads to increase their storage rates to conform more nearly 
to the cost of the service, and that that company would welcome 
an arrangement whereby the storage rates at the ports might 
be put under state or municipal, or if possible, federal control. 
The Commission said that much of that storage was not subject 
to the provisions of the interstate commerce act and that it was 
Toubtful whether the remedies requested could be effectively 
used under the power vested in the Commission. 

The report said that municipal facilities at Jacksonville 
were losing thousands of dollars each year because they were 
unable to increase their charges for handling traffic through 
their terminals. In 1927, the report said, they failed, by more 
than $60,000, to meet their operating expenses. 

Counsel for the American Warehousemen’s Association, 
Jacksonville, Charleston and for other interests, the report said, 
requested that the Commission admonish the railroads to in- 
crease their port charges to approximate the cost of the par- 
ticular port service. The carriers conceded, said the report, 
that the charges at southern ports were insufficient in them- 
selves to meet the expenses of the service performed at the 
ports but that when taken in connection with the line-haul 
rates they were entirely adequate. The carriers argued, ac- 
cording to the report, that the storage, handling and other 
accessorial services were incidental to the line-haul service 
and that for that reason the charges therefor stood in an en- 
tirely different light from those of private or municipal ware- 
houses that relied entirely upon the charges derived from the 
port services for their revenues. 

The report said that “the municipal or private rail-water 
facilities are in many instances active competitors of the rail 
carriers for terminal business, and under the law carriers 
are under no obligation to make their charges with a view to 
insuring a profit upon operations of other public terminals.” 


In his dissent Commissioner Eastman said that while that 
might be true as a statement of law, it was nevertheless a 
very narrow view of the matter.” Further on that point he said: 


The general public interest is surely something which we may 
properly take into consideration in determining whether or not we 
shall require separate charges to be published for special services, and 
clearly the unfair competition of which the railroads are now guilty 
in the case of this dock service is inconsistent with the public inter- 
est. But as a matter of law it is not necessary to rely upon this fact, 
for it is evident that the failure to publish a separate charge either 
discriminates unjustly as between those who are called upon to pay 
the freight rates on traffic moving to or from the ports or else im- 
poses an unwarranted burden upon traffic in general, 


The majority report showed that the investment in facilities 
at the ports, Wilmington to New Orleans, inclusive, by public 
and private interests, was $129,650,000, to handle water-borne 
traffic, while the investment by the railroads, in similar facili- 
ties, was only $32,666,710. 

Commissioner McManamy, dissenting in part, said he disa- 
greed with the finding “that the record is insufficient to establish 
that the charges on the traffic under consideration are so low as 
to impose a burden upon other traffic.” That finding, he said, 


was negatived by the report itself showing port service costs, 
varying from a few cents to more than $26 per ton. 
that the line-haul charges were also available. 

“Where the cost of accessorial port services approximates 
or exceeds the total revenue received by the carrier for transpor- 
tation of the traffic,” says McManamy, “it is apparent to me that 
a burden is thereby imposed upon other traffic.” 


He said 
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Commissioners Campbell and Taylor, Mr. McManamy said, 
concurred in his expression. 

Commissioner Porter, dissenting, said he was in accord with 
and joined in substantially all that was said in Commissioner 
Eastman’s dissenting expression. He said he did not agree that 
the performance, however long continued, of accessorial service 
which clearly was not “transportation” as that term was defined 
in the interstate commerce act, was sufficient in and of itself to 
bring such service within the definition of “transportation.” 


NORTH DAKOTA TIME LINE 


The Commission, by division 3, in a report written by Com- 
missioner Aitchison, in No. 10122, standard time zone investi- 
gation, has modified the previous orders based upon the original 
report herein, 51 I. C. C. 273, as restated in the supplemental 
report, 142 I. C. C. 279, defining the limits of the standard cen- 
tral and mountain time zones, so as to include a part of North 
Dakota within the central zone. 

This change has been made upon petitions of the Great 
Northern and the Soo Line. An additional reason for making a 
change is the fact that since July 1, by reason of an act of 
the North Dakota legislature, central standard time has been 
the lawful time for the entire state. The railroads represented 
that on account of the line drawn by the Commission some of 
their crews had to have two-hour hands on their watches and 
that several near-serious accidents had resulted from the con- 
fusion. The Great Northern, the report said, had disregarded 
an order of the Commission and explained its disregard as 
having arisen out of its determination to avoid recurrence of 
such accidents. 

The orders have been modified, effective at 2 a. m. December 
8, so as to include within the standard central time zone that 
portion of North Dakota north of the main line of the Mil- 
waukee extending from the South Dakota border near Lemmon, 
N. D., to the Montana border near Montline, N. D., and, by ex- 
ception, for operating purposes only, authorize the Soo Line 
to employ standard central time from the Montana-North Da- 
kota boundary to Whitetail, Mont., the Great Northern to em- 
ploy standard mountain time from Williston and Watford City, 
N. D., to.the Montana-North Dakota boundary and on that por- 
tion of the Snowden, Mont.-Fairview, N. D., branch in North 
Dakota, the Northern Pacific to observe standard mountain 
time from Mandan to the Montana-North Dakota border and on 
its Mott and Killdeer branches, and the Milwaukee to observe 
standard mountain time from the North Dakota-South Dakota 
border to New England, N. D. 


EGG CASE RATINGS 


The Commission, by division 4, in I. and S. No. 3296, clas- 
sification rating on wooden egg cases or carriers in western 
territory, has found justified the proposed change in rating of 
second-hand wooden egg cases, L. C. L., from fourth to first 
class. Commissioner Woodlock, who wrote the report, said 
the evidence disclosed no valid reason why the rating for less- 
than-carload quantities of used egg cases should be any lower 
in western classification than in the other classifications. 

The proposed change in the rating on cases or carriers, car- 
loads, from fourth to third class, minimum 12,000 pounds, has 
been found not justified. That finding, however, is without 
prejudice to the filing of new schedules establishing third class 
rating, subject to a minimum of 10,000 pounds, subject to rule 
34, providing that uniformity with respect to the minimum 
weight for old cases at present existing in the major classifica- 
tions is not disrupted. 


ST. LOUIS BRICK GROUP 

In a report written by Commissioner Brainerd, in No. 19637. 
Alton Brick Co. et al, vs. Alton & Eastern et al., the Commis- 
sion, by division 2, has found some of the rates on brick, from 
the St. Louis district to Sioux City and Council Bluffs, Ia., and 
to destinations in Nebraska unreasonable because based on 
St. Louis as a representative point in the St. Louis group or 
district instead of on a point in the group representing the 
average distance. No order was issued. The Commission said 
that if the carriers did not revise their rates from the St. Louis 
group within 90 days from the date of the service of the report, 
the matter might again be called to its attention for the purpose 
of such action as the Commission might deem necessary. 

Complainants were brick makers in southern Illinois near 
St. Louis and eastern Missouri in the St. Louis group. Com- 
missioner Brainerd said that this proceeding, in effect, was 
largely a review of the decision in Mason City Brick & Tile Co. 
vs. Director-General, 77 I. C. C. 22, and 107 I. C. C, 702, which, 
he said, had not been reopened. The changes in rates shown 
to have been brought about as a result of the decision in that 
case were fully anticipated and considered before the conclusions 
were reached that there should be changes. He said that the 
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Commission found nothing in this record warrantip 
judication that the rates resulting from the application a. 
scale therein prescribed in the manner required were rte the 
able or unduly prejudicial. But it found that in the cale 

of the distances from the St. Louis group a point co 
the average distance rather than St. Louis itself shouig be 
and that rates based on distances computed from St 
would be unreasonable. * Louis 


COMMISSION REPORTS 


Clover Seed 


No. 20394, Nebraska Seed Co. vs. Burlington et g 
sub-number, Same vs. C. & N. W. et al. By division 3 
sweet clover seed, carloads, points in North Dakota, Minne : 
and Wisconsin to Omaha, Neb., not unreasonable on anq ~ 
November 1, 1927. Unreasonable prior to that time to me 
extent they exceeded the present rates. Reparation awards! 
to the basis of the difference between the rates. 


1. and g 


Heating and Ventilating 


No. 21417, Traffic Bureau, Moline Association of Commer: 
et al. vs. Santa Fe et al. By division 3. Carload and less-thap, 
carload ratings applied under official, southern, westerp ani 
Illinois classifications on complainant’s (The Herman Nelson 
Corporation) heating device and its heating and Ventilating 
device found applicable and not unduly prejudicial. Ratings 
on invisible radiator with its housing and on that portion g 
the Univent consisting of the radiator enclosed in a cabing 
with or without the filter, are and for the future will be unre, 
sonable to the extent that they exceed or may exceed for 
less than carloads, a rating of second class, in all four classit 
cations, and for carloads, minimum 30,000 pounds, subject ty 
rule 34, ratings of rule 26 in official and Illinois classification; 
and of fourth class in southern and western classifications 
Ratings on fan and motor not shown to be unreasonable, por 
does it appear unreasonable to continue to rate those articles 
separately as at present. Order for future effective on or be 
fore January 22. 

Pipe 

No. 20267, Brown Roberts Hardware & Supply Co, Ltd, 
vs. B. & O. et al., embracing also two sub numbers, Same 1s. 
B. & O. et al., and Same vs. B. & O. et al. By division 3 
Complaints dismissed. Rate on wrought-iron pipe, Benwooi 
Works (Wheeling), W. Va., to Alexandria, La., not unreason- 
able or otherwise unlawful. 


Celery 


No. 21812, Bluefield Produce & Provision Co. vs. A. C.L 
et al. By division 3. Complaint dismissed. Rate on celery, 
Brisson, Fla., to Bluefield, W. Va., not unreasonable. Fourth 
section departure should be removed. 


Cheese 

No. 20119, Kraft Cheese Co. vs. Los Angeles & Salt Lake 
et al. By division 3. Rates, cheese, carloads, Victor and Wooé- 
side, Mont., to Los Angeles and San Francisco, Calif. not w- 
reasonable or otherwise unlawful in the past. Unreasonable 
for the future, on traffic accorded transit at Pocatello, Idaho, 
to the extent they may exceed the contemporaneous fourth class 
rates, 24,000 pounds minimum. New rates to be established 
not later than January 22. 


Limestone 


I, and S. No. 3288, limestone from Alabama to southwesterl 
territory. By division 3. Proposed increased carload rates 0 
broken, crushed or ground limestone containing from 2.5 to % 
per cent of asphalt, Memphis, Tenn., to destinations in Arkans# 
and in Louisiana west of the Mississippi River, on traffic fro 
Margerum and Cherokee, Ala., found not justified. Suspended 
schedules to be canceled and proceeding discontinued, 


Chocolate Coating 


No. 21978, Mars, Inc., et al. vs. Soo Line et al. By division 
3. Complaint dismissed. Rates, chocolate coating and coc 
carloads, points in Connecticut, Massachusetts, New York and 
Pennsylvania to destinations in Minnesota and Wisconsi®, 00 
unreasonable. 


HOUSTON TERMINAL OPERATION 
The Commission, by means of an amendatory order, 12 
Finance No. 7019, operation over tracks of Port Termit 
road Association at Houston, Tex., has conditionally rel 
the common carriers to which authority to operate over a 
tracks was given by the original order, from reporting, > 
Valuation Order No. 24, the original cost of the units of Pp 
erty in place, and under Valuation Order No. 3, of the 
costs of additions, improvements, retirements and other 
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vember 16, 1929 


way property, if the original costs are unknown to 
r are not ascertainable by them. 

then conditional relief is granted because the tracks to 
ote except a small part owned by the Galveston, Har- 

be ang San Antonio, are owned by the Harris County-Hous- 
rsbOrs Channel Navigation District and the city of Houston. 
wa SID has not given the Commission jurisdiction over the 
» - municipal corporations, which is what the entities are, 
cant to the railway property owned by them. The 
sees carriers, therefore, are not in position to furnish the 
ee order says, however, that this amendment 
odification of the original order is not to excuse or relieve 
dy licant common carriers from reporting the estimated 
= od cost, if the actual cost is not known or ascertainable. 
a contrary, the order requires them to report estimated 
oh in all instances in which the original or actual costs are 
ot or are unascertainable by them, in so far as railway 
- erty owned by the navigation district or the city, and op- 
pee by them jointly, or by means of the Port Terminal Rail- 
“ Association, is concerned. The original order is dated 


february 9, 1929. 


NEW YORK CENTRAL STOCK 


The New York Central Railroad Company, in Finance No. 
"367, has been authorized by the Commission, division 4, with 
Commissioner Eastman dissenting, to issue $35,669,900 of capital 
sock, consisting of 356,699 shares of the par value of $100 each. 
The stock is to be sold at not less than par and the proceeds 
wed for the construction, completion, extension and improve- 
nent of facilities, new equipment and other purposes. 

The report showed that the authorized capital stock of the 
yew York Central was $500,000,000, of which $463,709,235 was 
outstanding in the hands of the public. The new stock is to 
be issued in partial reimbursement of the company’s treasury 
for uncapitalized expenditures aggregating $80,919,781.45, ac- 
cording to the report. Stockholders of the company may sub- 
sribe for the stock at par, one share for each 13 shares now 
held. 

Commissioner Eastman said that, in his judgment, the New 
York Central had not shown here that the amount of stock for 
which authority was sought was “reasonably necessary and 
appropriate” for the object in mind. He said the reasons for 
that conclusion were similar in all respects to those which he 
expressed in a dissenting opinion in Stock of Atlantic Coast Line 
RR, 117 I. C. C. 457, 458, 459. 


in the rai 


ELECTRIC LINE ABANDONMENT 

The Commission, by division 4, has dismissed the application 
of the Eastern New York Utilities Corporation (F. D. No. 7884) 
asking authority to abandon its electric line between Hudson 
and Rensselaer, N. Y., 35 miles, because the railroad in question 
‘js a street and interurban electric railway, not operated as 
apart or parts of a general steam railroad system of trans- 
portation, and that, therefore, section 1 (18)-(21), inclusive, 
does not apply to the abondonment proposed.” 

Though it filed the application as a precautionary measure, 
the applicant claimed that its railroad was within the exception 
of the act and asked the Commission to determine whether it 
was necessary for it to obtain a certificate. 


B. & O. CONTROL OF B. R. & P. 


“The law knows nothing of a temporary public interest and 
makes no provision for a temporary allocation,” say counsel 
for the Delaware & Hudson in exceptions to the proposed report 
in Finance No. 7645, of Assistant Director C. V. Burnside, rec- 
mmending conditional approval of acquisition by the Baltimore 
& Ohio of the Buffalo, Rochester & Pittsburgh. 

The most that can be said for the conclusions of the pro- 
bosed report, continue counsel, is that they amount to a finding 
~ no harm will be done by allowing the Baltimore & Ohio 
pang the Buffalo, Rochester & Pittsburgh until the Com- 
na _ occasion to give further consideration to the allo- 
vith 1 of one or both these railroads, possibly in connection 

the disposition of all or most of the railroads in the east- 
ern region. 
i ae difficulty with this kindly treatment of the application 
fund Provision for such a disposition of'the proceeding is 
testes the law,” say counsel, adding that section 5 of the 
Dublie commerce act makes no reference to a temporary 
against ro a temporary or limited order, a temporary relief 
compelline trust and other laws, or an order or process for 
purseant + a divestment of a stockholder’s interest acquired 

Seieat an authorization duly accorded. 
section § - assert there is no suggestion in paragraph 8 of 
Guene + & congressional purpose to provide for temporary 

ations at the pleasure of the Commission, which would 
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be tantamount to a grant of power to the Commission to play 
at ‘cat-and-mouse’ with the great interests and problems in- 
volved in railroad consolidation.” 

Should the Commission seriously consider acceptance of 
the examiner’s recommendations, say counsel, the Baltimore 
& Ohio should be required to show upon the record and upon 
hearing at which all parties to the record can be represented, 
that it can and will safeguard its acquisition of the stock in 
question so as to comply fully with the stated condition that 
the stock shall be held in such manner as will readily permit 
the control of the B. R. & P. to be transferred to some other 
carrier or carriers, if later determined by the Commission to 
be required by the public interest. 

“Doubtful as the power of the Commission to compel a 
divestment must be considered, it would be practically defeated, 
if it exists at all, should the stock become liable to any mortgage 
or other lien,” say counsel. 


N. C. & ST. L. STOCK DIVIDEND 


With Commissioner Eastman dissenting and Commissioner 
Woodlock disagreeing with his colleague’s dissent, the Com- 
mission, by division 4, in Finance No. 7727, has authorized the 
Nashville, Chattanooga & St. Louis Railway to issue $9,600,000 of 
common capital stock, consisting of 96,000 shares of the par 
value of $100 each, to be delivered pro rata to its stockholders 
as a dividend. 

After reviewing past financial history of the applicant, the 
Commission said since August 1, 1916, the divident rate had been 
7 per cent and that there had been no increase in the capital 
stock since 1913, when $6,000,000 was issued to stockholders at 
par. 

“For years the stockholders, it is claimed,” continued the 
Commission, “have been urging a more liberal dividend policy 
and particularly a stock dividend. The applicant submits that 
the proposed issue will not increase its fixed charges but will 
merely give to the respective stockholders tangible evidence, 
more nearly in accord with the facts, of their respective hold- 
ings, and is only fair to the owners of the property.” 

“In my judgment the stock dividend here proposed is not 
compatible with the public interest, and the application for 
authority to issue it should be denied,” said Commissioner East- 
man, adding that his views with respect to stock dividends had 
been stated in a number of cases. 

“From the standpoint of capitalization applicant is now a 
very fortunately situated railroad,” continued he. “Whatever 
earnings its stockholders are now lawfully entitled to recieve 
can be distributed to them under the present capitalization. Re- 
fusal to permit a stock dividend will deprive them of no rights 
in this respect. It will, however, dilute the value per share of 
the common stock, and hence may impair the ability in the 
future to procure capital by new issues of such stock if financial 
conditions should become less favorable than they are today. It 
may have the effect of increasing the speculative value of the 
stock, in the aggregate, in the stock market, but to my mind that 
possibility in no way adds to the merits of the stock dividend. 
It seems to me that it is unnecessary to discuss what might 
be the situation if this stock had no par value, for it happens 
that it has par value. While the respective merits of stock with 
and without par value offer fruitful ground for debate, they are 
not in issue here.” 

“Referring to the dissenting expression in this case,” said 
Commissioner Woodlock, concurring, “I am unable to see what 
possible difference it can make to the ability of a carrier to 
secure new capital whether its property employed in public 
service is represented by capital stock or by surplus account. 
That it should seem to do so is due entirely to the notion that 
there is something inherently sacred in a nominal par of $100 
for shares of stock. For such notion I am unable to find any 
basis in either principle or exepdiency. Abandonment of the 
“$100 par” idea is, moreover, one of the most prominent fea- 
tures of modern corporation finance, due to the fact that shares 
without par value are both the most directly honest and obvi- 
ously convenient method of expressing stockholders’ capital. 
Any possibility of impairment of this carrier’s ability to raise 
capital in future by the sale of common stock at par or better 
can readily be removed—should it arise—by adoption of non-par 
stock, and such possibility is therefore not a valid reason for 
now denying the instant application.” 


FINANCE APPLICATIONS 


Finance No. 7929. Sprucemont Nevada Railroad Co. asks authority 
to construct 23.5 miles of railroad from Ventosa to Sprucemont, in 
Elko county, Nevada, connecting with the Western Pacific at_Ven- 
tosa, to serve mining districts and Clover Valley and Ruby Valley. 
Applicant has optional contract for lease of line by Western Pacific. 

Finance No. 7930. Southern Pacific Co. asks authority to abandon 
short stretches of track in Portland, Forest Grove and Hillsboro, Ore., 
and in Yamhill county, Ore., that are no longer necessary for passenger 
traffic for which they have been used, because most of the business 
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is now taken care of by motor busses. Less than 10 miles of track 
are involved. 

Finance No. 7932. Southern Railway Co. asks authority to issue 
and sell at comeptitive bidding $3,690,000 of 4% per cent equipment 
trust certificates in connection with acquisition of 1,500 coal cars and 
1,000 box cars. 

Finance No. 7928. New York Central Railroad Co. asks authority 
to relocate a line in Syracuse, N. Y., incident to elimination of grade 
crossings. : 

Finance No. 7926. Wisconsin Central Railway Co. and Minne- 
apolis, St. Paul & Sault Ste. Marie Railway Co., lessee, ask authority 
for the Central to sell, as of January 1, 1930, to the Soo company 
for $8,000,000 cash the $10,000,000 of first refunding mortgage bonds 
of the Central now pledged as collateral security for notes of the 
Central company due January 1, 1930, aggregating $7,500,000. Proceeds 
from the sale are to be used to pay the notes. The Soo asks authority 
to issue not exceeding $4,106,000 of first refunding mortgage series B 
bonds to reimburse its treasury_and to issue $8,000,000 of first re- 
funding mortgage bonds, series B, to reimburse it for expenditures 
to be made in acquiring the $10,000,000 of Central bonds. Authority to 
pledge the $4,106,000 of bonds is asked. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. Nos. 7320 and _7320 (Sub. No. 1) au- 
thorizing (1) operation by the Grand Trunk Western Railroad Com- 
pany of the lines of railroad formerly owned and/or operated by its 
constituent companies or by the Canadian National Railway Company 
in the states of Michigan, Indiana, Illinois and Wisconsin, including 
that part of the railroad of the Chicago, Kalamazoo & Saginaw  Rail- 
way Company operated under lease, and also including the car ferries 
and terminal tracks formerly owned and operated by the Grand Trunk 
Milwaukee Car Ferry Company; (2) the acquisition by the Grand 
Trunk Western Railroad Company of control of the Cincinnati, Sag- 
inaw & Mackinaw Railroad Company by lease, and of the Detroit 
& Toledo Shore Line Railroad Company and the Detroit Terminal 
Railroad Company by purchase of capital stock; (3) the issue by the 
Grand Trunk Western Railroad Company of (a) such number of 
shares of common stock without nominal or par value and having 
an assigned value of $25 a share as will equal $13,815,997.56, (b) 
$22,348,453.82 of 6 per cent cumulative preferred stock of the par 
value of $100 a share; (c) $31,947,000 of first and general mortgage 
bonds, series A, and (d) $10,000,000 of gold debentures, series A; 
and assumption by the Grand Trunk Western Railroad Company of 
obligation and liability in respect of the securities listed in Appendix 
A of this report; said securities to be issued and said obligation and 
liability to be assumed in connection with the unification of the sev- 
eral railroad properties and facilities to constitute the Grand Trunk 
Western Railroad Company, condition prescribed; (4) the acquisition 
by the Canadian National Railway Company of control of the Grand 
Trunk Western Railroad Company by receiving the latter’s stock 
in exchange for the stock of the constituent companies and for certain 
other assets of the Canadian National; and action deferred in respect 
of the issue of $651,546.18 of 6 per cent cumulative preferred stock 
and $13,052,016 of first and general mortgage bonds, series A, approved. 

Report and order in F. No. 7711, authorizing the acquisition 
by the Western Maryland Kailway Company of control of the Chaffee 
Railroad Company under a lease and by purchase of stock, approved. 
(Commissioner Eastman dissenting.) 

Report and order in F.D. No. 7884, dismissing application of the 
Eastern New York Utilities Corporation to abandon operation of its 
railroad in Columbia and Rensselaer counties, N. Y., and holding this 
application not to be within the scope of section 1 (18) of the inter- 
state commerce act, approved. 


Report and order in F. D. No. 7818, authorizing the Seaboard Air 
Line Ry. Co. to issue (1) not exceeding 2,994,420 shares of common 
capital stock without par value; (2) warrants evidencing rights to 
purchase 250,000 of these shares; and (3) not exceeding $12,500,000 of 
first and consolidated mortgage gold bonds, series A; 400,410 shares 
of the stock to be exchanged for a like number of shares of common 
stock of the par value of $100 each; not exceeding 375,000 shares 
of the stock without par value and the warrants to be sold to holders 
of outstanding common and preferred stock at $40 for one share of 
stock and a warrant evidencing the right to purchase two-thirds of 
a share of stock; all or any part of the 375,000 shares of common 
stock and of the warrants, together with not exceeding $12,500,000 
of the bonds to be issued in exchange for 5 per cent adjustment 
mortgage gold bonds at the rate of 15 shares of stock, a warrant 
evidencing the right to purchase 10 additional shares of stock, and 
$500, principal amount of first and consolidated mortgage bonds, for 
each $1,000, principal amount, of adjustment-mortgage bonds; 250,000 
shares of the stock to be delivered to the Guaranty Trust Company 
of New York, as trustee, for delivery from time to time upon 
surrender of the warrants and payment for the stock; and not exceed- 
ing 1,969,010 shares of the stock to be sold for cash at $12 a share; 
the proceeds of the 375,000 shares of stock, so far as not required 
for purposes of the exchange, and the proceeds of the remaining 
stock after deduction of underwriting commission and costs incident 
to the proposed issue and exchange to be used for paying funded 
debt, for making additions and betterments, for working capital, and 
for other corporate purposes, conditions prescribed, approved. (Com- 
missioner Eastman dissenting.) 


Supplemental report and amendment to certificates in F. D. Nos. 
1017 and 2263, loans to the Seaboard Air Line Ry. Co.. authorizing 
extension of maturities of loans and release of part of the collateral 
security therefore, approved. 

Report and certificate in F. D. No. 7864, authorizing the acquisi- 
tion by the Southern Bell Telephone & Telegraph Co. of the telephone 
properties of R. C. Corr, doing business as the Parrish Telephone 
Co., approved. 

Report and certificate in F. D. No. 7774, authorizing the Chicago 
& Northwestern Ry. Co. to abandon its so-called Michigamme branch 
in Marquette county, Mich., extending from the west end of the wye 
track at Clowry in a westerly direction to Michigamme, approved. 

Report and order in F. D. No. 7785, authorizing the Atlantic Coast 
T.ine Railroad Company to procure the authentication and delivery of 
$5,927,000 of series-A 4% per cent general unified mortgage 50-year 
gold bonds in reimbursement for capital expenditures, approved. 

Report and certificate in F. D. Nos. 7683 and 7684, (1) authorizing 
the St. Louis-Southwestern Railway Company to acquire and operate 
the railroad properties of the Gideon & North Island Railroad Com- 
pany, the Deering Southwestern Railway, the Blytheville, Leachville 
& Arkansas Southern Railroad Company in Dunklin, New Madrid, 
and Pemiscot counties, Mo., and Mississippi, Craighead, and Poin- 
sett counties, Ark.; and (2) deferring for further consideration that 
portion of the application contained in F. D. No. 7684, relating to 
the construction of an extension of the line of the Blytheville, Leach- 
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ville & Arkansas Southern Railroad Company, the acquisiti 
properties of the Arkansas Short Line, and the operatign Of the 
trackage rights over the lines of the Missouri Pacific Rail JON under 
pany and the Memphis Railway Bridge & Termina] Co Toad Con. 
proved. mpany, 2p. 
Report and order in F. D. No. 7646, authorizing the Casi 
River Railroad Company to issue 1,000 shares of capital sto i, tleman 
nominal or par value; said stock to be delivered to John H Withon: 
payment for the property and leasehold interests of the force in 
tleman Valley Railroad Company, approved. (Commissioner pe. wi 
dissenting.) 4Stmay 
Report and order in F. D. No, 7875, (1) authorizing the 7, 
Alabama & Georgia Railway to issue $37,500 of mortgage none 








notes to be delivered at not less than par and accrueq interdens 
part payment for terminal property, and (2) dismissing that 
the application which requests authority to execute Part 


gage, approved. Proposed mor, 
Report and certificate in F. D. No. 7857, authorizing the panies 
by the Southwestern Bell Telephone Co. of certain properties wu 
Scotia Telephone Company, approved. 8 Of the 
Report and order in F. D. No. 7825, authorizing the ACQUisition 1 
the St. Louis-San Francisco Railway Company of contro] reg by 
of the railroad and properties of the Miami Minera] Belt Baie 
Company, approved. ilroag 
Report and certificate in F. D. No. 7834, authorizing the Ch 
peake & Ohio Railway Company to construct an extension of a 
of railroad in Fayette county, W. Va., approved. ; TS line 
Report, certificate and order in F. D. No. 7615, (1) authori; 
the Norfolk & Western Railway Company to acquire and Genes at 
railroad and properties of the Big Sandy & Cumberland Railroad tc” 
pany in Buchanan County, Va.; and (2) authorizing the acduisitio, 
of control by the Norfolk & Western Railway Company of he oa 
road and properties of the Knox Creek Railway Company by on 
approved. rhe ee 





PETITIONS FOR REHEARING, ETC. 


No. 13535, Corporation Commission of Oklahoma ys. Abe. 
deen & Rockfish et al., Consolidated Southwestern Cases, x, 
17000, part 2, western trunk line class rates. Arkansas Raj. 
road Commission, the Fort Smith Traffic Bureau, Little Roc 
Chamber of Commerce and Pine Bluff Chamber of Commer 
petition for reopening, reargument and further consideration fo 
the purpose of harmonizing decision in Consolidated Sout. 
western Cases with such findings and orders as may be pre. 
scribed in No. 17000, part 2. 

No. 21309, Christian Feigenspan vs. Erie. Defendant asks 
for reconsideration by and argument before entire Commission, 

No. 21856, Platt & Brahm Coal Co. vs. Chicago & North 
Western et al. Defendants ask for rehearing and/or reargu. 
ment and reconsideration by entire Commission. 

No. 20978 (and Sub. 1), Charles Dennery, Inc., vs. Houston 
& Texas Central. Texas & New Orleans, in its own behalf ani 
on behalf of all other defendants, asks for reconsideration 
and/or rehearing therein. 

No. 22586, Armour & Co. vs. Santa Fe et al. Defendants, 
Southern Pacific and Northwestern Pacific, ask for dismissal 
of the complaint. 

No. 19970, Owosso Manufacturing Co. et al. vs. Asherton & 
Gulf et al. Complainants ask for rehearing and argument. 

No. 16116, Indiana State Chamber of Commerce vs. Santa 
Fe et al., and cases grouped therewith. The Kankakee Tile & 
Brick Co., Eastern Illinois Clay Co., and St. Anne Brick & Tile 
Co. ask for permission to amend petition for reopening and 
rehearing. 

No, 20337, Leonard, Crosset & Riley, Inc., et al. vs, Aransas 
Harbor Terminal et al., and cases grouped therewith. Defend 
ants herein ask for reconsideration in connection with Docket 
Nos. 21218, 21607, 22444, Sub. 1, 22527, 22682, and I. and S. 326). 

No. 16116, Indiana State Chamber of Commerce vs. Santa 
Fe et al., and cases grouped therewith. Defendant, Illinois Cer- 
tral, asks for modification of Commission’s findings and order 
therein. 

No. 17000, part 6, rate structure investigation, iron and 
steel articles. Respondents ask for postponement of effective 
date of order. ; 

No. 18940, McClain Sand Co. vs. Baltimore & Ohio. De 
fendant asks for rehearing therein. . 

No. 21818, F. C. Pennington Produce Co. vs. Texas & Pacific 
et al., and No. 19831, Patterson Produce Co. vs. Gulf, Colorado 
and Santa Fe et al. Complainants ask for reopening and te 
consideration. 


STOPPING IN TRANSIT 


The proposal of the Central Freight Association to ote 
the rules governing the stopping of cars in transit to unloa 
partially or to complete loading and to increase the charge ~ 
the stop-off from $6.30, as at present, to $10, contained in -_ 
advice No. 22607, has been temporarily withdrawn, — 
to an announcement by Eugene Morris, chairman, Central ay 
Association. Hearing on the subject was held at Chicago o 
tember 17, at which time it was decided that a further reg 
should be held November 22 (see Traffic World, September +» 
D. 690). isioD of 

A new docket will be issued later covering the a 
the rules, which are now the subject of further ore 
of the carriers in the light of the information and ¢ 
brought to bear at the hearing and since supplied. 
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Proposed Reports in I. C. C. Cases 


em E Ea ee ET ne 


LIME ROCK RAILROAD RATES 


Examiner W. M. Cheseldine has recommended the dismissal 

No. 20961, Rockland & Rockport Lime Corporation vs. Maine 
hoe et al., on a finding that the interstate rates on various 
eamodities to and from points on the Lime Rock railroad in 
ooo Me., are not unreasonable, although they are higher, 
“~— amount of the charge exacted by the Lime Rock railroad 
3 the rates to and from points in Rockland on the rails of 
he Maine Central, the only trunk line connection of the Lime 
i. Those charges are 1.5 cents per 100 pounds, minimum 
45.50 per car. Cheseldine also said the Commission should find 
that the application of the separate charge of the Lime Rock, 
in addition to the line-haul rates to and from the junction with 
the Maine Central in Rockland, was not unreasonable or other- 
wise unlawful. He said that the prescription of joint rates to 
and from points on the Lime Rock no higher than to and from 
Rockland proper was not warranted on this record. 
The Lime Rock’s stock is owned by the complainant and 
the two corporations have the same officers. More than 98 per 
cent of the operating revenue of the Lime Rock in the first six 
months of 1928, the examiner said, came from traffic to and 
fom the proprietary interest’s plants, although a number of 
shippers are located on its rails. The examiner said there was 
an agreement between the Maine Central and the Lime Rock 
by the terms of which the former is privileged to operate over 
the Lime Rock tracks and all disputes are to be settled by the 
Yaine railroad commission, which held a joint hearing with the 
federal examiner in a similar complaint. The Maine Central, 
however, says the Lime Rock tracks are not safe for its engines 
and cars. Cheseldine says that until the Lime Rock places its 
rad in a condition permitting the Maine Central to operate 
over its tracks, neither the Lime Rock nor the complainant can 
be heard to complain. He found maladjustments in rates paid 
by a sardine packer, which, he said, should be eliminated and 
that if that was not done the packer could ask for relief on a 
proper record. 


WESTERN HORSE AND MULE RATES 


The proposal of Examiner Robert S. Simons, in No. 12358, 
Texas Livestock Shippers’ Protective League et al. vs. Director- 
General, as agent, Abilene & Southern et al., in respect of rates 
on horses, mules, burros and asses, to, from, and between points 
in southwestern and western trunk line territories (see Traffic 
World, November 9), if adopted, will result in a modification of 
former reports in Horse and Mule Rates in the Southwest, 1924, 
1. C. C. 479; Rates on Horses and Mules in.the Southwest, 
102 I. C. C. 87; Nebraska Livestock case, 89 I. C. C. 444; and 
South Dakota Railroad Commissioners vs. C. & N. W., 77 I. C. C. 
{jl. The modification proposed would bring the rates prescribed 
in them to the basis of 115 per cent of the fat cattle rates pro- 
posed in No. 17000, part 9, the Hoch-Smith livestock case. They 
are now on bases that looked good at the time they were pre- 
— The cases mentioned were on further hearing in this 
ase, 

This report also embraces No. 11018, Wichita Board of 
Commerce et al. vs. Director-General, as agent, Alexandria & 
Western et al; No. 13001, Chamber of Commerce of Kansas City, 
Mo, vs. Alexandria & Western et al; No. 13619, Ross Brothers 
Horse & Mule Co. et al. vs. Union Pacific et al; No. 13627, Bur- 
iett-Yount Horse & Mule Co. et al vs. Abilene & Southern et al; 
l. & $. No. 2389, Rates on Horses and Mules to, from or between 
Southwestern Points; I. & S. No. 1484, Horses and Mules from 
Kansas City, Mo., and Wichita, Kans., to New Orleans, La., Mem- 
rhis, Tenn., and other points; No. 13273, Nebraska Live Stock 
oo: No. 12268, Board of Railroad Commissioners of State of 
‘outh Dakota vs. C. & N. W. et al; and fourth section applica- 
tions Nos. 461, 462, 621, 673 and 678. 
am. a foreword to his report Simons said that in view of the 
Poe “ the cases included in the further hearing covered rates 
cine — Dakota and Nebraska and that this case also in- 
a rates from Kansas and southern Missouri, which, here- 
ttle ~ had not been considered a part of the southwest, the 
pack — consolidated cases covered by this report had been 
was iy to Western Horse & Mule Rates. The former name 
historleal © & Mule Rates in the Southwest. According to his 
the al data the issues were created in 1921 by the filing of 

exas Livestock Shippers’ Protective League complaint 


ening the rates between Texas points and other points 


western and western trunk line territories as unreason- 





able, unduly prejudicial and in violation of the fourth section. 
He said that that complaint more particularly attacked the rates 
by alleging that those te and from Fort Worth were unreason- 
able and unduly prejudicial in comparison with those to and 
from other primary markets, such as Kansas City and St. Louis, 
Mo., and Wichita, Kans. The examiner said that at that time 
the southbound rates to Texas points from Kansas and Missouri 
were on a class A basis. As specific commodity rates were in 
effect to Kansas City, St. Louis and Wichita, Simons said that 
that resulted in Fort Worth shippers paying considerably higher 
rates both on their inbound and outbound shipments than ap- 
plied to and from other competing markets. 

Simons said that, on the whole, it might be said that if the 
Commission approved the 115 per cent scale for application 
throughout the southwestern territory and that part of western 
trunk line territory covered by the complaints, it would result in 
reductions in the present rates from and between points in the 
southwest and produce corresponding increases from and be- 
tween western trunk line states. That, he said, would result 
in a more equitable adjustment in the rates in those territories, 
for the present southwestern horse and mule scale was un- 
reasonably high in comparison with the scales now in effect from 
western trunk line states. Because of the higher scale in the 
southwest, the dealers in that section, he said, were at an undue 
disadvantage in meeting the competition of dealers located north 
of the Oklahoma-Arkansas boundary both on inbound shipments 
to the markets and no outbound shipments to ultimae destina- 
tions in the southern states. 


The question of intrastate rates, Simons said, was not di- 
rectly brought into issue. In the Nebraska Live Stock Case, he 
said, there was a imited investigation of intrastate rates from 
Nebraska origins to Omaha and South Omaha in their relation- 
ship to the interstate rates from the same points of origin to 
Kansas City and St. Joseph, Mo., and Sioux City, Ia. He said 
a joint hearing in the present proceeding was had only with 
the Kansas commission. To make a specific finding that the 
Kansas rates were unduly prejudicial without a like finding 
with respect to intrastate rates in other southwestern and west- 
ern trunk line states, said the report, would place a hardship 
upon the Kansas intrastate shippers which could be avoided by 
the simultaneous action of the carriers initiating the same meas- 
ure of rates for intrastate application in the states which might 
be affected by the rates which might be prescribed in these 
cases. 

Simons recommended, with respect to the fourth section 
applications, that the course pursued on the fourth section phase 
in the Southwestern Revision be followed in these cases. In 
that revision fourth section relief was denied, but the carriers 
were authorized to file, within 90 days, applications for such 
relief from the long-and-short-haul part of the section as they 
desired in connection with the rates prescribed. 


The examiner said that the request of the chambers of com- 
merce of Kansas City and St. Joseph, Mo., that those cities be 
grouped as formerly should be granted, except as to short hauls. 
Rates to and from those grouped points, he said, should be based 
on the average distances. He also recommended the group 
rule proposed by the examiners in No. 17000, part 9, commonly 
called the 10 per cent rule, as to rates to Kansas City and St. 
Joseph and with respect to rates from Colorado common points 
to the Missouri River markets. 

Simons summarized his conclusions into six findings so as 
to make the proposed basis of 115 per cent of the proposed fat 
cattle rates fit the situations dealt with in each of the cases 
combined in this rehearing proceeding. The basic scale of 115 
per cent rates is carried as Appendix 24. It begins with an 
initial rate of 12.5 cents for hauls of 10 miles or less; goes to 
23 cents at 100 miles; 31 cents at 200 miles; 37 cents at 300 
miles; 42.5 cents at 400 miles; 48.5 cents at 500 miles; 53 cents 
at 600 miles; 57.5 cents at 700 miles; 62 cents at 800 miles; 
66.5 cents at 900 miles; 71.5 cents at 1,000 miles; 76 cents at 
1,100 miles; 80.5 cents at 1,200 miles; 85 cents at 1,300 miles; 
89.5 cents at 1,400 miles; 94.5 cents at 1,500 miles; 99 cents 
at 1,600 miles; 103.5 cents at 1,700 miles; 108 cents at 1,800 
miles; 113 cents at 1,900 miles; 117.5 cents at 2,000 miles; 122 
cents at 2,100 miles; 126.5 cents at 2,200 miles; 131 cents at 
2,300 miles; 135.5 cents at 2,400 miles, and 140.5 at 2,500 miles. 

In finding 1 Simons says the scale rates should displace the 
joint and single line rates prescribed in the title case in 93 


1.. €.. €3.:-499. 
In finding 2 he says the scale should be used in making 


- 
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rates between Fort Worth, Tex., Oklahoma City, Okla., Wichita, 
Kan., Kansas City, Mo.-Kan., St. Joseph and St. Louis, Mo., on 
the one hand, and points in New Mexico and Texas differential 
territory as described in J. and S. No. 2389, Rates on Horses 
and Mules in the Southwest, 102 I. C. C. 87, on the other hand; 
that the order in the case named prescribing differentials, and 
fourth section order No. 9183 attached to the report in the case 
mentioned, should be vacated and set aside. 

In finding 3 he said the finding in No. 13273, Nebraska Live 
Stock Case, 89 I. C. C. 444, should be modified so as to permit 
the use of the basic rates proposed and: that it would be unduly 
preferential of intrastate shippers and of Omaha and South 
Omaha, Neb., to the undue prejudice of interstate shippers at 
Kansas City, St. Joseph and Sioux City to maintain lower intra- 
state rates from Nebraska origins to Omaha and South Omaha 
than those contemporaneously published for like distances on 
interstate shipments from the same origins to Kansas City, 
St. Joseph and Sioux City. 

Finding 4 proposes the changing of the South Dakota Rail- 
road Commissioners’ case, 77 I. C. C. 451, so as to allow the 
use of the basic scale rates. 

Finding 5 is the one providing for the general application 
of the scale. 

Finding 6 is that in constructing rates to east-bank Missis- 
sippi River crossings, Memphis and south, an arbitrary of 2 
cents, in the case of Memphis, and 2.5 cents for crossings south 
of it may be added to the rate from the nearest west-bank point. 


SOUTHWESTERN REVISION 


Two proposed reports on further hearings in the Consoli- 
dated Southwestern Cases have been made public by the Com- 
mission. One, by Examiner Charles R. Bardwell, proposes the 
elimination of allowances for the crossing of the Missisippi 
and a method for making interterritorial rates. The other, by 
Examiner Burton Fuller, proposes groupings and differentials 
in connection with rates between points in Kansas, southern 
Missouri, Oklahoma, Arkansas, Texas and western Louisiana, 
on the one hand, and all points in Wisconsin (except Milwaukee, 
Kenosha and Racine), and the upper peninsula of Michigan, on 
the other. 

Abolition of allowances for crossing the Mississippi is rec- 

ommended by Bardwell on the theory that any addition to a 
mileage scheme of rates, because of high construction or operat- 
ing costs on a selected portion of a line is inconsistent with 
the entire theory of such a rate structure. The report covers 
the proceedings listed in the margin of the first report in No. 
13535, Consolidated Southwestern Cases, 123 I. C. C. 203. Other 
reports in that case are in 139 I. C. C. 535, 144 I. C. C. 630, 147 
I. C. C. 165, 148 I. C. C. 282, 148 I. C. C. 613 and 155 I. C. C. 504. 
The allowances Bardwell thinks should be eliminated from the 
rate structure are for bridges at Memphis, Tenn., and for the 
ferries south of that point. 
' Specifically Bardwell has recommended the rescinding of 
prior finding 19 which authorizes the addition of river crossing 
allowances as to traffic between Memphis and crossings south 
thereof on the one hand, and points in the southwest on the 
other, and that all such allowances contained in the rates 
through the crossings prescribed in Appendix 17 of the prior 
report and in the rates to and from the crossings prescribed in 
Appendix 19 be eliminated. 

Bardwell has recommended a new basis for constructing 

through all-rail rates via Memphis, Vicksburg and New Orleans 
between points in southern and eastern territories defined in 
the report and trunk line territory on the one hand and points 
in the southwest on the other and embodied it in a Revised 
Appendix 17. The recommended rates, he says, are built upon 
a basic scale identical with the Kansas-Missouri scale. He 
says that that scale affords a more satisfactory basis than the 
southern class rate scale. Its rate of progression and the rela- 
tionship of its lower classes to class 1, he says, are the same 
-as in the southwestern scale with which it is to be blended. 
Its level, he says, is approximately 93 per cent of the south- 
western scale and in the aggregate about 102.5 per cent of the 
southern scale. To the rates under the basic scale for the entire 
distance differentials are added representing the difference be- 
tween the basic scale and the southwestern scale for that part 
of the haul within the southwest. 

“The basis recommended would seem to be easier of appli- 
cation,” says Bardwell, “than the one recommended by the 
southern interests. The resulting rates are slightly higher.” 

This report is based upon testimony taken upon the re- 
opened proceedings resulting from petitions of various inter- 
vening interests. Four questions were formulated for answer 
by the parties interested in the reopened case. They were 
whether there should be arbitraries or allowancs for crossing 
the Mississippi and if any, in what amounts; whether and in 
what amounts allowances should be made for the transporta- 
tion service across Galveston Bay between Galveston and Port 
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Bolivar, Tex.; the reasonableness of the rates betwee 
phis, Vicksburg and New Orleans on the one hang ont oe 
in the southwest on the other; and the reasonablenes bot 
through all-rail rates via those three cities between poh. the 
southern and eastern defined territories and trunk ling oo in 
on the one hand and points in the southwest on the othe 

Cost studies covering bridge operations across the ' 
sissippi and throughout the country were submitted, od, 
stated as a fact that such allowances were an exception ie 
the rule throughout the country, no allowances being = 
anywhere for tunnels and other expensive construction 
that allowances were inconsistent with the theory of mij om 
scales based on averaged conditions. cage 

The question of allowances for the crossing of Calvest 
Bay, a distance of four miles, was brought up by New Orleans 
interests. They represented that if there were to be diene. 
for crossing the Mississippi failure to make additions for . 
crossing of Galveston Bay placed them at a disadvantag, 
Bardwell, in substance, said that inasmuch as allowances “ 
crossing of the Mississippi were inconsistent with q scheme 
of mileage rates there was no necessity for a finding ag to the 
Galveston situation. : 

Adoption of his recommendation as to crossing allowancs: 
will result in a change of policy on the part of the Commission, 
Bridge tolls were approved as to certain traffic in the Memphis 
Southwestern Investigation, 55 I. C. C. 515, and for ferry ¢crog. 
ings in Mileage for Mississippi Crossings, 93 I. C. C. 492. _ 

Revised Appendix 17 proposed by Bardwell begins with , 
scale of 33 cents for five miles and under, with a differentia 
of 4 cents added; becomes 56 cents in the block between 5) 
and 55 miles with 5 cents added; becomes 73 cents with 6 cents 
added for the block between 95 and 100 miles; becomes }(j 
cents with 8 cents added at 200 miles; 162 cents with 12 cents 
added at 500 miles; 235 cents with 18 cents added at 1,000 miles 
and runs out with a rate of 296 cents with 22 cents added, a 
1,500 miles. 

That proposed Revised Appendix 17 also contains a note 
for making rates between groups of origin in the defined ter. 
ritories, on the one hand, and Memphis, Vicksburg and Ney 
Orleans on the other. It follows: 


Use between groups of origin in the defined territories, on the 
one hand, and Memphis, Vicksburg, and New Orleans, on the other, 
distances which are 5 miles more than half-way between the maxi- 
mum and minimum distances appearing in the Appendix K-? scale 
prescribed in Southern Class Rate Investigation opposite the first- 
class rates published between such groups of origin and Memphis, 
Vicksburg, and New Orleans, respectively; and add to such distances 
east of Memphis, Vicksburg, or New Orleans, the following: 


ToGroup Add! To Group Add? To Group Add? ToGroup Ad? 
No. miles No. miles No. miles No. miles 
200? 30 210 825 3008 80 311 1,090 
2008 80 211 925 301 130 606 400 
201 130 212 1,025 302 180 607 485 
202 180 6014 30 303 230 608 625 
203 230 6015 80 304 295 609 ti) 
204 280 6016 130 305 370 610 §90 
205 330 602 180 306 445 611 9 
206 380 603 230 307 555 612 830 
207 480 604 280 308 690 
208 580 605 325 309 840 
209 725 3007 30 310 990 


1To groups 200 to 212, inclusive, add to Memphis mileage; to groups 
300 to 311, inclusive, add to New Orleans mileage; and to groups 
601 to 612, inclusive, add to Vicksburg mileage. 
2Points within approximately 50 miles of Memphis. : 
’3Points west of a line drawn approximately 50 miles west of Memphis. 
‘Points within approximately 50 miles of Vicksburg. . 
5Points west of a line drawn approximately 50 miles, but not west 0 
a line drawn approximately 100 miles, west of Vicksburg. 
‘Points west of a line drawn approximately 100 miles, but not wes 
of a line drawn approximately 150 miles, west of Vicksburg. 
*Points within approximately 50 miles of New Orleans. _ 
8sPoints west of a line drawn approximately 50 miles from New Orleans 


The part of the southwestern revision handled in Examine 
Fuller’s recent report arose from the inability of the shippers 
and carriers in Wisconsin and western trunk line territory, 2 
the one hand, and the southwestern carriers to agree upon the 
groupings and rates. The Wisconsin shippers and carriers, 
Fuller said, had substantially agreed upon the disposition to 
be made of the tag end of the revision dealt with in this report, 
but that their proposal had not been approved by the lines 2 
the southwest, hence. the necessity for the further hearing. 
Milwaukee, Racine and Kenosha were omitted from this te 
opened proceeding because the questions about their groupllé 
had been settled. , 

Fuller said that the Commission should require the —_— 
to establish groupings proposed by the Wisconsin interests Wit 
differentials over St. Louis, Mo., made with relation to Chicago, 
Ill, or Milwaukee, Wis., and differentials over Kansas ~ 
made with relation to St. Paul or Duluth, Minn., as herewith s¢ 
forth: 

Over St. Louis. Group Nos. 11, same as Chicago; 12, same & 
Milwaukee; 23, 6 cents over Milwaukee; 24, 10 cents over Milwau 


25, 25-A, 20 cents over Milwaukee; 34, 10 cents over Miwa 
35, 45, 20 cents over Milwaukee; 46, 57, 30 cents over Mi 
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ilwaukee; 59, 49 cents over Milwaukee; 66, 30 cents 
33, 41 cents » ed ut 41 cents over Milwaukee; 69, 49 cents over 
over Milwav 41 cents over Milwaukee; 79, 49 cents over Milwaukee. 


jwaukee, ¢° > Group Nos. 23, 24, 25, 25-A, same as St. Paul; 
Wover Kansas City: D'tul: 45, 46, 67, 58 59, 10 cents over St. Paul: 
44, 39, 2 


: 5 cenmme as Duluth; 78, 79, 10 cents over Duluth. 
66, 00, ’ 


PROPOSED REPORTS 


Sugar : 

No. 21334, American Sugar Refining Co. et al. vs. C. B. & Q. 

+a], Examiner John McChord. Proposes dismissal on finding 

er n sugar, points in Louisiana to points in Texas and 

-— a not unreasonable, unduly prejudicial, or unduly prefer- 

Okla. a manufacturers of beet sugar from points in Colorado, 
vebraska, Wyoming, Kansas, Utah or Idaho. 


Household Goods 

No. 22013, John Pierson vs. Pennsylvania et al. Examiner 
paul R. Naefe. Recommends reparation of $314.70, with interest, 
» finding carload of household goods, Lemont, Pa., to Lake 
Seth, Fla., reconsigned to Orlando, Fla., misrouted by Penn- 
syivania. Crushed Granite 

No. 22303, Schaffer-Thompson Construction Co. vs. C. & N. 
w. et al. Examiner William B. Wilbur. Recommends award 
if reparation on finding inapplicable rate on nine carloads 
crushed granite, Lohrville, Wis., to Mt. Clemens, Mich. Applic- 
able rate, $2.40. 

Gaskets, Washers 

No. 21851, McCord Radiator & Manufacturing Co. vs. A. & R. 
et al. Examiner Lewis L. Prout. Recommends dismissal on 
fnding not unreasonable or unduly prejudicial any quantity 
ratings and rates on gaskets and washers made of copper, as- 
bestos, paper and pulpboard, and copper and asbestos combined, 
from Wyandotte, Mich., to destinations in the three classification 
territories. 

Cotton 

No. 22305, American Thread Co., Inc., vs. New Haven et al., 
embracing also a sub number, Same vs. Same. Examiner E. J. 
Murphy. Recommends reparation of $513.36, with interest, from 
the New Haven, and of $1,324.83, with interest, from all of the 
defendants, on finding rates on cotton, compressed in bales, any 
quantity, from Holyoke and Watuppa, Mass., and Willimantic, 
Conn, to Dalton, Ga., not unjustly discriminatory or unduly 
prejudicial but unreasonable in No. 22305 to extent the propor- 
tional rates charged by the New Haven for that part of the 
movement to Fox Point, R. I., exceeded the contemporaneous 
fourth-class rates of 16 cents from Holyoke and 12.5 cents from 
Watuppa and Willimantic, and in the sub number to the extent 
that the through rates exceeded $1.085. Defendants should be 
authorized to waive outstanding undercharges. 


Shelled Peanuts 


No. 22441, J. F. Darmody Co. vs. A. G. S. et al. Examiner 
Arthur Kettler. Recommends that Commission find assailed 
rates On shelled peanuts, carloads, points in Georgia and Ala- 
bama to Indianapolis, Ind., were, are and for the future will be 
unreasonable and unduly prejudicial to the extent the factor 
north of the Ohio River crossings exceeded, exceeds or may 
exceed 23 cents, and award reparation. 

Pulpboard 

No. 21757, O. A. Smith Agency, Inc., vs. A. C. L. et al., 
embracing also No. 21804, Same vs. A. C. L. et al., and a sub 
lumber, Same vs. Bush Terminal et al. Examiner F. H. Clifford. 
Class A rate on two carloads pulpboard, Hartsville, S. C., to Bab- 
bit, N. J., inapplicable. Commodity rate of 41 cents, minimum 
1,000 pounds, applicable, and not unreasonable. Refund of 
overcharges recommended. Rates on like traffic, Hartsville 
to Long Island City, N. Y., applicable and not unreasonable. 
Rate on like traffic, Roanoke Rapids, N. C., to Newark, N. J., 
Brooklyn, Long Island City, Maspeth and New York, N. Y., not 
unreasonable. Complaints should be dismissed. 


Wrapping Paper 
No. 22076, Universal Paper Bag Co. vs. N. & W. et al. 
Examiner William B. Wilbur. Reparation recommended on find- 
ing rate on wrapping paper, Hopewell, Va., to New Hope, Pa., 
unreasonable to extent it exceeded 25.5 cents. 


Pine Lumber 


: No. 22324, West Point Iron Works et al. vs. A. B. & C. et al. 
“xaminer Lawrence B. Dunn. Recommends dismissal on find- 
Mg Not unreasonable rates on pine lumber, certain points in 
Alabama to West Point, Ga. 


ABANDONMENT BY FONDA COMPANY 


read etdonment by the Fonda, Johnstown & Gloversville Rail- 
Company of its steam railroad between Broadalbin Junc- 
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tion and Northville, N. Y., about 12 miles, should be authorized, 
says Examiner M. S. Jameson in a proposed report in Finance 
No. 7708. The examiner said the application was the result of 
the construction by the state of a reservoir that would flood 
about 7 miles of the line proposed to be abandoned. Applicant 
claimed the large expenditure necessary for relocation of the 
road would be unsound and improvident from a business stand- 
point and was not required in the public interest. 

Examiner Jameson said the applicant had received an award 
of more than $1,500,000 in condemnation proceedings, and that 
title to the property that would be inundated had passed to the 
state, with reservations that would protect operation by the 
railroad until April 24, 1930. 

“While it is clear from the judgment entered by the court 
that one of the elements of damage included in the award was 
the cost of relocating the line, the Commission is required pri- 
marily to decide from the evidence only whether the public 
convenience and necessity permit abandonment of operation be- 
tween the stations named,” said the examiner. 


LONG ISLAND ABANDONMENT 

Examiner Thomas F. Sullivan, in Finance No. 7353, aban- 
donment of branch line by Long Island Railroad Co., has rec- 
ommended that the Commission authorize the Long Island to 
abandon a part of its Whitestone branch between the west bank 
of the Flushing River and the terminus at Whitestone Landing, 
approximately 4.1 miles long, in Queens county, N. Y., within 
the limits of greater New York, on the condition that neces- 
sary truck and bus service be established; or, in the event of 
an expression of willingness by the New York state transit com- 
mission to rescind or extend indefinitely its order of June 2, 
1926, requiring the elimination of four grade crossings, that the 
application to abandon be denied. 

In substance, Sullivan finds that the prospect of the branch 
being able to maintain itself is so poor that it cannot afford to 
spend $2,000,000 for the elimination of four grade crossings, as 
required by the order of the New York transit commission. 
Abandonment was oppsed by New York city and state author- 
ities but Sullivan pointed out that the branch was threatened 
still farther, in the matter of loss of business, by the extension 
of the city’s rapid transit system. He said that the burden of 
grade separation, contrary to a claim by opponents of aban- 
donment that it would be local, would fall on the Pennsylvania 
railroad, an interstate carrier. Should the transit commission 
express willingness either to rescind or extend indefinitely the 
effective date of its grade separation order, Sullivan said, the 
Commission would be justified in denying the application for 
permission to abandon. 


COMMISSION ORDERS 


No. 22714, Standard Oil Co. (Indiana) vs. Chicago & North 
Western et al., and No. 22733, Public Service Commission of 
Wyoming vs. Chicago & North Western et al. Board of Rail- 
road Commissioners of State of South Dakota permitted to in- 
tervene. 

No. 22691 (and Sub. 1), Dewey Portland Cement Co, vs. 
Santa Fe et al. Lehigh Portland Cement Co. permitted to inter- 
vene. 

No. 22362, Evansville Chamber of Commerce vs. Atlanta, 
Birmingham & Coast et al. Fulton Bag and Cotton Mills per- 
mited to intervene. 

No. 22801, Endicott-Johnson Corp. et al. vs. Buffalo & Sus- 
quehanna et al. Central Pennsylvania Coal Producers’ Asso- 
ciation permitted to intervene. 

No. 22673, Atlanta Journal vs. Nashville, Chattanooga & 
St. Louis et al. Champion Coated Paper Co. and International 
Paper Co, permitted to intervene. 

No. 22710, Medusa Portland Cement Co. vs. Pennsylvania 
et al. Lone Star Cement Co. of Pennsylvania permitted to 
intervene. 

No. 18066 (and Sub. 1), Little Rock Chamber of Commerce 
et al. vs. Alabama Great Southern et al. The effective date of 
the order entered in these proceedings on July 17, 1929, which 
has heretofore been postponed to November 25, 1929, has been 
further postponed until the effective date of the order entered 
upon final disposition of No. 21632, intrastate rates within 
Louisiana. 

No. 16462 (Sub. 1), Georgia Fruit Exchange et al. vs. Aber- 
deen & Rockfish et al. Complainants’ petition for reargument 
denied. 

No, 19890, U. S. Phosphoric Products Corp. vs. Butte, Ana- 
conda & Pacific et al., No. 20406, Virginia-Carolina Chemical 
Corp. vs. Butte, Anaconda & Pacific et al., and No. 20190, Armour 
Fertilizer Works vs. Akron, Canton & Youngstown et al. De- 
fendants’ petition for rehearing, and postponement of effective 
date of order herein, and further consideration of record herein 


denied. 
No. 22537, By-Products Coke Corp. et al. vs, Aberdeen & 
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Rockfish et al. Alabama Iron and Steel Shippers’ Conference 
permitted to intervene. 

Fourth Section Applications Nos. 12693, et al., lumber and 
related articles from points in southern and southwestern ter- 
ritory. Petition filed by American Short Line Railroad Associa- 
tion for and on behalf of 119 short and weak line carriers listed 
in Exhibit A to said petition, and petition filed by Columbus & 
Greenville, for a modification of Fourth Section Order No. 10133 
(corrected), lumber and related articles from points in southern 
and southwestern territory, entered July 24, 1929, sufficient 
justification not having been shown, denied. 

No. 22607, Mathieson Alkali Works, Inc., vs. Ahnapee & 
Western et al. Electro Bleaching Gas Co. and Diamond Alkali 
Co. permitted to intervene. 

No. 22709, Board of Railroad Commissioners of State of 
Montana on behalf of E. B. Andrus Grocery Co., Lewistown, 
Mont., et al. vs. Bay Transport Co. et al. California and 
Hawaiian Sugar Refining Corp., Ltd., and Western Sugar Re- 
finery permitted to intervene. 

No. 22714, Standard Oil Co. (Indiana), vs. Chicago & North 
Western et al. Greater Grand Forks Traffic Association per- 
mitted to intervene. 

No. 22733, Public Service Commission of Wyoming vs. Chi- 
cago & North Western et al. Greater Grand Forks Traffic As- 
sociation permitted to intervene. 

No. 21665, North Carolina Corporation Commission vs. Ak- 
ron, Canton & Youngstown et al. Baltimore Association of 
Commerce permitted to intervene. 

No. 22120, Interstate Commerce Commission vs. Southern. 
New Orleans Joint Traffic Bureau of New Orleans Board of 
Trade, Ltd., New Orleans Association of Commerce, Board of 
Commissioners of Port of New Orleans, and Public Belt Rail- 
road of New Orleans permitted to intervene. 

No. 20415, State of Idaho Ex Rel. Public Utilities Commis- 
sion of Idaho vs. Oregon Short Line et al. The order entered 
in this case on October 2, 1929, which was by its terms to be- 
come effective on December 16, 1929, on 30 days’ notice, has 
been modified so as to become effective on February 16, 1930, 
on 30 days’ notice. 

No. 14617, Acme Brick Co. et al. vs. Alabama & Mississippi 
et al., and cases grouped therewith, Southwestern Brick Cases. 
The proceedings have been reopened for further hearing, at 
such time and place as the Commission shall hereafter desig- 
nate, on the question of the classification of brick, in carloads, 
that is, whether there is common brick transported in the ter- 
ritory involved in these proceedings of such a nature as to entitle 
it to rates lower than the standard brick rates, and if so, what 
rates should be applied to such common brick. 

No. 17815, Milne Lumber Co. vs. Mich. Cent. et al. The 
order entered herein on October 24, 1929, reopening this pro- 
ceeding for further hearing, has been vacated and set aside. 


No. 22739, Southern Ruralist Co., Inc., vs. Louisville & 
Nashville et al. Champion Coated Paper Co. permitted to in- 
tervene. 

No. 22585, Kaw Valley Potato Grows’ and Shippers’ Associ- 
ation vs. Santa Fe et al. Northern Potato Traffic Association 
permitted to intervene. 

I. & S. 3151, fertilizer and materials, including cottonseed 
cake, meal, and hulls between Mississippi Valley territory and 
points north of Ohio River, and I. & S. 3223, fertilizer and 
materials, including cottonseed cake, meal, and hulls between 
Mississippi Valley territory and points north of Ohio River. 
These proceedings have been reopened for further hearing, at 
such times and places as the Commission shall hereafter de- 
signate, upon question of lawful rates for application to the 
transportation of cottonseed cake, meal and hulls, cocoanut or 
copra cake and meal, ground velvet beans, ground velvet bean 
hulls, cottonseed hull ashes, ground velvet bean stalks, linseed 
oil cake and meal, palm kernel cake and meal, peanut cake 
and meal, ground peanut hulls and soya bean cake and meal, in 
straight or mixed carloads, from and to the points of origin 
and destination embraced in the said proceedings. 

No. 22777, York Manufacturing Co. vs. Pennsylvania. York 
Manufacturing Co. permitted to intervene. 


No. 15824, Grand Forks Commercial Club vs. Chicago & 
North Western et al, Petition, dated October 11, 1929, filed by 
complainant, denied. 

Finance No. 7883, application of Central Pacific and South- 
ern Pacific, its lessee, for certificate to construct a track ex- 
tending from Isleton to the Golden State Cannery, in Sacra- 
mento county, California. Western Pacific permitted to inter- 
vene. 

Finance No. 7239, construction of extension by Chicago & 
North Western. The time prescribed in said certificate within 
which the Chicago & North Western shall complete the first 
three miles of the extension therein authorized, has been ex- 
tended to December 1, 1929, and time for completing the re- 
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maining portion of said line has been extendeq 
1931. 

I. & S. 3273, reciprocal switching charges at South 
Ind. The order entered in this proceeding on July 11, 199 a 
been rescinded, and proceeding reopened for further has 

No. 20133 (and Sub. 1 and 2), Transcontinenta] Oil C, 6 
Atlanta & St. Andrews Bay et al., and No. 21810, Emp’ 
fineries, Inc., and Empire Oil and Refining Co. ys Sane Re 
et al. The order entered in these proceedings on Se ~ . 
16, 1929, which was by its terms made effective on — 
6, 1929, upon not less than 30 days’ notice, has been rae 
so that it will become effective on January 5, 1930, y 0 ee 
less than 30 days’ notice. a 

No. 19482, East St. Louis Cotton Oil Co. et aj. 
more & Ohio et al. Petition of Southwestern carriers 
ification of order entered herein, denied. 

Finance No. 6072, amendment to application of Pajr 
Painesville & Eastern for certificate to construct an “nine 
of its line of railroad from a point near Painesville to a ae 
near Madison, O., etc. Pennsylvania permitted to intervene 

Finance No. 7025, application of Western Pacific Califor 
for certificate to construct a line of railroad from San Francise 
to Redwood City, Calif. Railroad Commission of State of Cal 
fornia permitted to intervene. ‘¢ 

No. 22777, Harrisburg Foundry & Machine Co. et al, ; 
Pennsylvania. York Manufacturing Co. permitted to intervene 

Finance No. 7743, application of Great Northern for a ¢¢. 
tificate to contsruct a line of railroad in Dawson, McCone and 
Garfield counties, Mont. County of Garfield, Mont., Dermitted 
to intervene. 

Finance No. 7852, application of Wyoming-Montana for ; 
certificate to acquire, construct and operate under trackag: 
rights lines of railroad between Denver, Colo., and Miles City 
Mont., ete. Union Pacific permitted to intervene. a 


No. 17579 (and Sub. 1), Ruggles & Rademaker vs. Akrmp 
Canton & Youngstown et al, and No. 17968, American Salt Cy, 
et al. vs. Akron, Canton & Youngstown et al. Petitions file 
by Board of Railroad Commissioners of State of North Dakota 
for further hearing, by Great Northern, Northern Pacific anj 
Minneapolis, St. Paul & Sault Ste. Marie for reconsideration, 
and by defendants and interveners, Armour & Co. and Kansas 
Rock Salt Co., for reargument and reconsideration denied. 

No. 22470, Trunk, Luggage & Leather Goods Manufacturers 
of America vs. Aberdeen & Rockfish et al. Wyeth Hardware 
and Manufacturing Co. of St. Joseph, Mo., permitted to in 
tervene. 


SOUTHWESTERN REVISION ORDERS 


The Commission has denied the petition of the Corporation 
Commission of Oklahoma to reopen No. 13535, Consolidated 
Southwestern Cases, for reargument and reconsideration in con- 
nection with No. 17000, part 2, western trunk line class rates 
The Oklahoma commission was the complainant in the case, to 
which were joined other complaints, so that the whole became 
known as the Consolidated Southwestern Cases. That body 
thought that, on account of the intermingling of questions, that 
its case should be reopened and reargued and reconsidered in 
connection with the western trunk line class rate part of the 
Hoch-Smith proceeding. 

The case, however, has been reopened, on the petitions of 
various interests, for other purposes. It has been reopened for 
further hearings at times and places the Commission may inti 
cate upon the question whether blackstrap molasses, wood pulp. 
linseed oil, magnesite stucco, iron and steel railway material 
described in item 405 of Johanson’s I. C. C. No. 2008, crushed 
slate, mineral earth black, retarder, and clam, mussel and oystel 
shells (whole, broken, crushed or ground), or any of those 
articles, each in carloads, and rates thereon, shall be excepted 
from the requirements of the findings heretofore made. 


The petition of the Texas Cotton Manufacturers’ Associatio! 
asking for the exception of cotton fabrics, and articles takine 
the same rates, and cotton blankets, moving all-rail from Texas 
points to destinations on and north of the Missouri River, 
and east of the Mississippi River both north and south of the 
Ohio River, from the requirements of the findings in this case, 
has been denied. 

The case has been reopened on the question whether the 
Port Isabel & Rio Grande, in Texas, shall be permitted to appls 
arbitraries between points on its line above the standard rates 
prescribed. 

The order in this case, dated June 3, 1929, in so far ote 
reopens this proceeding for further hearing as to the la ne 
rates for future application on paints, dry earth; ochre, ary; 
kalsomine (calcimine), dry; iron ore, ground, dry; mortar -— 
dry; carloads and less than carloads, has been vacated and sé 
aside. 


to August ; 


vs. Balti. 
for moi. 





Nove 
— 


cou 
ind 
zat 
the 
wh 
hee 





1 to August 


at South 
ly 11, i9oe rs 
Urther hearin, 
ntal Oil Co, ,. 
10, Empire Re 
- VS, Santa Fe 
On September 
© On Decempe, 
€en modific; 
1930, upon Det 


t al. vs. Balt. 
Tiers for mog. 


nD Of Fairpor 
t an extensioy 
‘lle to a poin 
to intervene 
cific Califor, 
‘San Francigey 
State of (yj. 


Co. et al. Vs 
1 to intervene 
ern for a Cer. 
1, McCone ani 
nt., Permitted 


fontana for , 
nder trackage 
nd Miles City, 


cer vs. Akron, 
rican Salt Co, 
Petitions file 
North Dakota 
n Pacific an 
consideration, 
. and Kansas 
n denied. 

Manufacturers 
eth Hardware 
mitted to in- 


RDERS 


e Corporation 
Consolidated 
ration in con- 
e class rates 
1 the case, to 
vhole became 
That body 
uestions, that 
considered in 
» part of the 


» petitions of 
reopened for 
on may indi- 
3, wood pulp, 
way material 
008, crushed 
e] and oyster 
ny of those 
be excepted 
ade. 
’ Association 
ticles takins 
from Texas 
ri River, 02 
south of the 
in this case, 


whether the 
ted to apply 
indard rates 


so far as tt 

the lawful 
ochre, ary: 
ortar colors. 
ted and set 





Dl. XLIV, No, % 










mber 16, 1929 





ee The Traffic World 


Freighting the Things We Eat 





PAGE 1241 





\ Million Carloads of Fruits and Vegetables Move Over the Railroads of the Country Every Year— 
; Sixty Per Cent of Them Are Controlled by Members of the American Fruit and Vegetable 
Shippers’ Association, Which Keeps a Weather Eye on the Traffic 


By R. J. BAYER 


etables was at a distinct disadvantage when compared 

with his grain-growing brother of the soil. Whereas, 
the latter had numerous organizations and cooperative groups 
o assist him in marketing his products, the orchardist and 
truck gardener had still to take his chances on getting goods 
o market and selling them systematically. Much of the 
produce distribution in larger centers was done through city 
markets, at the stalls of which the truck gardener backed 
up his wagon and began his dickering with the groceryman 
in the pre-dawn darkness of early summer mornings. The 
apple grower had simply to gather his produce, pack it in 
barrels or mayhap 
lad it in bulk — 
and send it away in 
freight cars to 
whatever market 
happened to be 
nearest, to be sold 
at whatever price 
was offered. 

As has been said, 
the grain grower 
owed his com- 
paratively more 
fortunate lot to 
concentrating or - 
ganizations and 
marketing groups. 
The produce and 
fruit grower, on 
the other hand, had 
the lack of organi- 
zation in his field 
to blame for most 
of his marketing 
misfortunes. Of S. A. Gerrard, President, American Fruit 
course, there were and Vegetable Shippers’ Association. 


individual organi- 

zations in the fruit and vegetable producing field. Some of 
them were statewide. But as to a collective voice through 
which this great and growing group could make its wants 
heard, it simply didn’t exist. 


| DOZEN years ago the grower of fruits and veg- 





The Growers Organize 


_ Then along came a body of these men with determina- 
tion and vision and the result was the organization of the 
American Fruit and Vegetable Shippers’ Association. At 
irst it was a toddling infant, feeling its footsteps carefully, 
and rather unaware whither they were leading. Gradually, 
however, with the realization on the part of the producers 
that the growing of fruits and vegetables was something 
more than a sideline to ordinary farming, the need for the 
organization became apparent. Progressive farmers began 
‘0 Pay attention to its doings—began, eventually, to join and 
assist in its work. State and local associations took mem- 
tships, thus adding the collective tonnage of their mem- 
tS to the weight of influence wielded by the national 
association, ; 


Today the association has a membership representing 


an annual movement of 600,000 carloads, which is about 
sixty per cent of the total fresh fruit and vegetables han- 
dled on the railroads in the United States. It is doubted 
whether any other producing organization represents such 
a proportion of the total production in its field. The mem- 
bership extends over the whole country, wherever fruits 
and vegetables are grown in marketable quantities. Natur- 
ally, its membership is densest in territories where pro- 
duction is highest. Thus, it is found that the association 
has heavy membership in the Pacific coast and north Pacific 
coast citrus and apple producing territories, in the Rocky 
Mountain district, where the melons and much of the coun- 
try’s vegetables 
originate, in the 
central west, Flor- 
ida, the eastern 
shore district, New 
York, Massachu- 
setts, and Maine, 
Its membership in- 
cludes representa- 
tives of every 
branch of the fruit 
and vegetable busi- 
ness— producer, 
shipper, wholesaler, 
and consumer dis- 
tributing organi- 
zations, 


Objects and Aims 


The associa- 
tion itself does not, 
of course, buy and 
sell produce. Its 
objects, as_ stated, 

E. S. Briggs, Manager, American Fruit are “to promote the 

and Vegetable Shippers’ Association. interests of all 

branches of the 

fresh fruit and vegetable industry, to encourage and foster 

by all lawful means all matters pertaining to production, 

distribution, sale, purchase, transportation, handling, ware- 
housing, and delivery of fresh fruits and vegetables.” 

In carrying out these objects, the association functions 
through seventeen standing committees. These committees, 
and, through them, the association, have accomplished much 
in the way of standardizing grades of produce and fruits, 
and also standardizing packages used, as well as the terms, 
methods, and practices of the industry. The legislative com- 
mittee keeps careful watch on legislative proposals that may 
affect the industry for good or for bad. Publicity for the 
industry is handled by another committee, and the associa- 
tion, through various committees, acts as the representative 
of the industry before departments, bureaus, commissions, 
and legislative bodies, civic, state, and national. 


A Code of Ethics 





Within the industry itself, the association has set up 
a code of ethics that has obviated some of the practices 
that had brought the industry into some disrepute and had 
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made business for the careful, honest grower and dealer 
more difficult. In this particular, especially, the officers 
of the association take great pride, the opinion being that, other 
work aside, the value of the organization to the industry has 
been proved by that service alone. In connection with the work 
on ethics, the association is pledged to the policy of arbitration 
in the settlement of trade disputes. 

Probably the most important work of the association is in 
the realm of traffic and transportation. The manager of the 
association is E. S. Briggs, identified all of his working life 
with transportation, and formerly chairman of the National 
Perishable Freight Committee. The work includes such details 
as supervision of tariffs and the handling of particular disputes 
with the carriers. On the other hand, it is broad and general 
in order to include matters of national and regional practice 
both on the part of the shipper and the carrier. 


Some Transportation Accomplishments 


The keynote of this work, according to Mr. Briggs, is cooper- 
ation with the carriers. He points with pride to the fact that 
in the seven years in which he has had charge of this work, the 
association has filed no single formal complaint with the Com- 
mission. On the other hand, many important matter have been 
settled by direct negotiations with the carriers. A few years 
ago, for instance, the action of a large eastern railroad in 
building a produce terminal on the Jersey side of the Hudson 
River and planning to terminate all produce movements destined 
for New York at that side—an action carried out without con- 
sulting shippers and receivers—precipitated a deadlock between 
carriers and shippers that threatened to cut off entirely Man- 
hattan’s supply of fresh fruits and vegetables. The matter was 
settled through direct negotiations and the traffic is now moving 
into New York under intense carrier competition. 

It is also pointed out that, until the association came into 
the field to lend weight to the wants of fruit and vegetable 
shippers, produce termini were scarce and inconvenient. Where 
they were operated at all they were usually adjuncts to what were 
considered more important freight stations. Today, due largely 
to the association’s efforts, exclusive and adequate perishable 
termini are located at New York, Boston, Philadelphia, Pitts- 
burgh, Cleveland, Detroit, Fort Wayne, Chicago, and other points. 

The association’s method of direct negotiation has also 
resulted in the failure of the proposal of some carriers to place 
a rental charge on refrigerartor cars, in which some seventy 
per cent of the perishables move. It is estimated that this 
proposal, had it been adopted generally, would have cost the 
consumer of perishables between three and a half and seven 
million dollars annually. Again, the statement is made that 
the settling of the dispute surrounding the proposed $25 a 
day penalty for delayed unloading of refrigerator cars has kept 
from the consumers’ shoulders another six million dollar tax. 


The Men in Charge 


S. A. Gerrard, president of the §. A. Gerrard Company, of 
Cincinnati, is president of the association. He began as a farm 
boy on a small Ohio farm, but his interests now operate 40,000 
acres, most of which he owns, in Ohio, California, Arizona, and 
Colorado. For many years he was the largest cantaloupe pro- 
ducer in the country, earning the title of “cantaloupe king,” 
but his produce now includes almost everything in the perish- 
able line. It totaled 23,000 carloads last year. 

Mr. Briggs has been in transportation for forty years. He 
began with the Texas and Pacific, in Dallas, Tex., in 1889, and 
remained with it there and in New Orleans until 1897, when he 
became chief rate clerk for the M.-K.-T., at Dallas. Later he 
became chief clerk to the general freight agent of that road, 
then assistant general freight agent at Houston, and, finally, 
assistant general freight agent at St. Louis. He left the rail- 
road in 1914 to go with the Pacific Fruit Express at San Fran- 
cisco, where he served first at traffic assistant and then as 
traffic manager. In 1920 he was elected chairman of the National 
Perishable Freight Committee at Chicago, and two years later 
went with the American Fruit and Vegetable Shippers’ Associa- 
tion as manager. 


SUSPENDED TARIFFS 


In I. and S. No. 3378, the Commission has suspended from 
November 10 until June 10 schedules in supplement No. 10 to 
Chicago, Milwaukee, St. Paul & Pacific I. C. C. No. B-4713. The 
suspended schedules propose to increase the transit charge 
on lumber and related forest products, originating on or having 
movement via the Louisville & Nashville R. R. when cut into 
shape and treated in transit at Terre Haute, Ind., from $3.60 
per car to 2% cents per 100 pounds, minimum $6.75 per car, 

In I. and S. No. 3379, the Commission has suspended from 
November 11 until June 11 schedules in supplements 8, 9 and 
10 to the Pennsylvania Railroad Company’s tariff, I, C. C. 58, 
and supplements Nos. 3 and 4 to Pittsburgh & Lake Erie I. C. C. 
No. 2906. The suspended schedules propose to increase from 
42 to 55 cents per ton of 2,240 pounds the rates on furnace or 
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foundry limestone, in carloads, from Hillsville, Shaw j 
and Walford, Pa., to Youngstown, O., and adjacent Point 

In I. and S. No. 3382, the Commission has suspende 
November 13 until June 13 schedules in supplement - fron 
Missouri Pacific I. C. C. No. A-7188. The suspendeq - 23 ty 
propose to increase the switching charge from $6.30 to re 
car at Louisville, Neb., on traffic between connections 4 
Chicago, Rock Island & Pacific and industries locateg 0 of the 
of the Missouri Pacific. n track 

In I. and S. No. 3377, the Commission has suspended 
November 8 until June 8 schedules in supplement y, fon 
F. L. Speiden’s I. C. C. No. 1262, The suspended scheg 
pose increased rates on cereal and carbonated bever 
Ohio and Mississippi River crossings to south Atl 
The following is illustrative, cereal beverages, carlog, 
cents per 100 pounds: 


0, 22 ty 
ules Dro- 
88e8 frop 
tie ports 
ds, Tates jp 


From Cincinnati, O., and Evansville, Ind., to Charleston, ¢ 
and Jacksonville, Fla., present 42%, proposed 65. — 


c 

In I. and S. No. 3380, the Commission has suspended ff 
November 12 until June 12 schedules in supplement No ia 
Speiden’s I. C. C. No. 1318; supplement No. 65 to Speiien 
I. C. C. No. 1194, and various other agency tariffs, The a 
pended schedules propose to cancel the existing commodity 
rates on iron and steel articles, carloads, from points jp Al 
bama, Georgia, Tennessee and Mississippi to points ip Trunk 
Line and New England territories, and apply in lieu thery 
eighth class rates. The following is illustrative, rates being i 
cents per 100 pounds: 


FROM BIRMINGHAM, ALA. 


To— Present 
ER Te ee en EE, o| | 
BOSTON, MAGE. 2c cvcccccccccccccccoecscccssecessccces 51 69 


In I. and S. No. 3381, the Commission has suspended fron 
November 12 until June 12 schedules in supplement No, 15 tp 
Elgin, Joliet & Eastern I. C. C. No. 2107. The suspendej 
schedules propose to reduce the local commodity rates of ti 
E. J. & E. from 88 cents to 65 cents per ton of 2,000 pounds m 
gravel, strippings from sand and gravel pits, and torpedo sand 
in carloads, from Munger and Spaulding, IIl., to Hobart, Ing. 
and adjacent points. 


FLUXING LIMESTONE RATES 


The furnace or fluxing limestone rate situation in Ohio ani 
Pennsylvania has been held static by the Commission through 
the suspension, in I. and S. No. 3379, furnace and foundry lime 
stone rates, of the tariffs proposing to increase the rate from 
the Hillsville district in Pennsylvania to the furnaces in the 
Youngstown, O., district, from 42 to 50 cents per gross ton, from 
November 11 to June 11. Iron and steel companies having plants 
in the Youngstown district asked for the suspension of the 
tariffs. (See Traffic World, November 9.) In addition, the Com 
mission suspended the expiration date, December 31, named in 
the tariff establishing the 42-cent rate to the same date, Su 
pension of the expiration date was necessary to prevent the tt 
establishment of a rate higher than the 50-cent rate proposed 
in the suspended rate schedules. 

Hearing is to be had in the case by Examiner W. A. Disque 
at Pittsburgh, Pa., December 6, in rooms of the Pittsburg 
Chamber of Commerce, 


HOCH-SMITH SAND AND GRAVEL 


The Commission has instituted a new Hoch-Smith case, 0 
be known as No. 17000, part 11-A, rates on sand, gravel, atl 
crushed stone from and to points in Kansas and Missouri. The 
creation was at the instance of the Missouri commission I 
made representations to the federal body in respect to the 
lawfulness of rates on the commodities mentioned and 
commodities between points in Missouri and points in Arkansis 
Oklahoma and Kansas. 

In view of those representations the Commission created 
the new case and provided for assigning it for hearing. As t0 
the scope of the new case, the order, other than that part sy 
ing that all railroads within the affected territory shall be malt 
respondents and that the proceeding shall hereafter be assigned 
for hearing, is here given: 

te 


It is ordered, That No. 17000, rate structure investigation / 
assigned for hearing in so far as it concerns the lawfulness ot 
the interstate rates and charges on sand, gravel, crushed Hag or 
and related commodities taking the same rates, in carloads, ints 
points in Missouri and between points in Kansas, and between Lag 
in Missouri and Kansas; (2) the interstate rates and charges ° the 
same commodities between points in Missouri and Kansas, hand 
one hand, and points in Oklahoma and Arkansas on the other and 
and (3) the relation between said interstate rates and chargé. 
the intrastate rates and charges applying on the same commen: 
between points within the states of Missouri and Kansas, d pre: 
view to making such findings and orders in the premises A circa 
scribing such just, reasonable and lawful rates as the facts an cestifs- 
stances may appear to warrant: and that this branch of in 
tion in No. 17000 be designated No. 17000—Part 11-A. 
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use to which the nearly three and one-half million vidualized” and “short-haul” transportation, compared to 
motor trucks in this country are put are unnumbered. collective, long-haul transportation of the hundred-car 
Suspended fron One way is to say that 82 per cent of them are shipper- freight trains that move between the producing and con- 


harleston, g ¢ 


T= ways in which one might attempt to indicate the has been said that it is primarily characterized as “indi- 


ement No, 3 js owned and operated, that approximately 11 per cent are suming areas of the country. 
= Spel enployed in contract carrier service, and the remaining 
. € sug i igs : i i 
ing commoiiy 7 per cent in common carrier service. 
points in Al, Another way is to say that they are doing everything 
joints in Tru; ‘om usurping the place of the sleepy horses and ante- 
in lieu there 


wated carts that used to be in delivery service on 
sroceries and milk routes in small towns, to supplying a 
general express and freight service over established routes 


, Tates being jy 


sent Proms at scheduled times between large industrial and commer- 

1 63 cial centers. 

suspended fron But the complexity and bustle of modern industrial se nATETRARSPORTATION C0. 
ment No. 15 to fe and the intimate way in which the motor truck has cast FREIGHT 

The suspende/ heen adapted to it—and, perhaps, to a large degree has ee oe 

et pan nade it possible—are almost entirely absent from either ——— 

| tecnai ont picture, and, for that matter, must be from any picture — 

0 Hobart, Ind, that can be conveniently presented in words or figures. 


It is, perhaps, more difficult to give an adequate picture 
in brief form of the ramifications of that form of trans- 
portation embodied in the use of the motor truck than 
of any other form, because there is so little standardiza- 


Ss 
on in Ohio and 
lission through 





1 foundry lime tion of the uses to which the motor truck is put. Its 
the rate from primary virtue is its flexibility, and as one result of that, 
rnaces {n the the broad lines of the service it offers have been slow 


zross ton, from 
3 having plants 
ension of the 
ition, the Com 
- 31, named in 


in crystallizing into easily recognizable forms. Unit of rapidly growing motor fleet of the Interstate Transportation 


The motor truck has been said to provide the prin- Company, of Waterbury, Conn., operated in fast over-night service 
transporting brass castings, electrical equipment and small manu- 


cipal agency of retail transportation, as against whole- factured goods between Waterbury, Bridgeport, New Haven and Hart- 





on i oe sale transportation provided by the railroads. Again, it ford, Conn., Pittsfield, Mass., and Schenectady, N. Y. 
prevent the re 
ne As pointed out by A. J. Brosseau, president of Mack 
W. A. Disque Trucks, Inc., in his address before the recent meeting of 
he Pittsburgh the Associated Traffic Clubs of America at St. Louis, 
there are a million more motor trucks in the country 
than freight cars. That, he said, was enough to send 
AVEL cold chills up the spine of any railroad traffic man if it 
Smith case, tt were not for the further fact that their annual ton-mile 
hie capacity was only about 5 per cent of that of the freight 
mmission. It cars. The transportation production of all motor trucks 
espect to the outside of cities is less than 3 per cent of the actual ton- 
d and related miles produced by railroads, according to findings by 
be Professor W. J. Cunningham, of Harvard, in the survey 
ission created of the National Bureau of Economic Research made in 
aring. As i connection with the report of the committee on recent 
re age economic changes of the President’s Unemployment Con- 
r be assigne! ference. 


Distribution of Trucks 
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It is true that the figure of 3 per cent leaves out of 
account a considerable portion of the work actually done 
by the motor truck, as its most effective use is variously 
~_ estimated to be in hauls ranging from 30 to 60 miles, 
q charges 4 cae and trailers used by the Wabash between its freight | which includes all the activities to which the truck is put 
e commoditit ralreag a to speed up assembly of trap-car goods and release on the city streets, from retail delivery to disposal of 
ses Wee ant Trailers are spotted at inbound and outbound 5 hes and other refuse. It is estimated that 70 per cent 


rises and pre freight houses and tra ; “ 
ctors, operat continuously, haul ] —<— ° ° ° 
ne of all truck traffic is in final distribution to the con- 


ts and circum 
of investiga for ten hours each day. 
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sumer, or retail delivery. But, again, other facts must be 
presented to show the extent to which Professor Cunningham’s 
figure approaches a true representation of motor truck tonnage. 
Almost half of the total number of trucks in the country are 
in towns of 10,000 and less, including rural territory. The exact 
figure, as reported by the National Automobile Chamber of 
Commerce, is 49.1 per cent. 

A further figure with reference to the distribution of trucks 
is that nearly a fifth of the total registered are on farms. The 
figure, as of January 1, 1929, was 697,300. The motor truck and 
hard roads have probably done as much to abolish the isolation 
that once surrounded the farm home as any other agency. 
They have put the farmer on an industrial basis and made crop 
diversification a practical realization by making large consum- 
ing markets accessible for whatever type of production he may 
find most suitable. 

Ten or more years ago it was common to hear highly 
visionary speculation as to the revolution in transportation that 
was to be brought about by the motor truck and its essential 
adjunct, hard roads. A vast net-work of wide, smooth ribbons 
of concrete covering the country and bearing efficient monsters 
powered by the internal combustion engine was pictured. In- 
cluded in the picture was a lusty threat to the railroads, in 
which no few took satisfaction. But that has all changed. 
One of the most important changes may be found in the fact 
that the number who would take satisfaction out of the real- 
ization of that threat has been reduced, as a result of greater 
efficiency on the part of the railroads. 

The roadbed essential to the visioned fleet of long-distance 
trucks has come into being with much greater rapidity than, in 
all probability, anyone anticipated. And probably there has 
been greater advance in truck design and capacity than could 
have been reasonably expected. But the truck remains pri- 
marily an agency of short-haul transportation. Not more than 
2 per cent of all truck tonnage is in interstate transportation, 
it has been estimated, and no one in the industry itself seems 
to anticipate a material change in the situation reflected by 
that figure. 

It is true that freight and express lines, offering scheduled. 
service, operating in and out of both large and small commer- 
cial centers have sprung up over the country, but their tonnage 
is confined almost entirely to exceptional commodities requiring: 
particular attention—commodities of a highly perishable nature 
or of high value and other classes of traffic that, for various 
reasons, call for expedited shipment over short distances. Gen- 
erally speaking, truck service over scheduled, specified routes, 
where it does exist, does not have a range of more than two 
or three hundred miles. But, as has already been indicated, 
that kind of service is much less in evidence than that of the 
contract carrier, which simply holds itself out to haul any- 
where at any time, or the service operated by the individual as: 
an adjunct to his business. 


Nature of Common Carrier Service 


There is some evidence, however, of a tendency toward 
‘increase in the number of scheduled, routed services. It has 
been slow in developing because highway facilities had not been 
developed to the point necessary, and by reason of lack of or- 
ganization within the industry. One of the contributing factors: 
in its recent development, undoubtedly, has been the hand-to- 
mouth buying practice. 

The nature and limitations of the service are well illus- 
‘trated by the business of the Great Central Transport Company, 
which has its headquarters at Detroit and supplies an over- 
night service between such points as Detroit, Cincinnati, Indi- 
anapolis, and Chicago. The rates are based on the railroad 
classification and class scales and the primary advantages, as 
described by the organization’s representatives, are speed of 
delivery and store-door pickup and delivery. Operating sched- 
ules of 15 hours are maintained between the principal terminae,. 
trucks and trailers being run with loads from 6 to 30 tons at 
constant speeds of about 32 miles an hour. 

A type of service that is proving popular is that furnished 
by the Interstate Transport Company, of Waterbury, Conn... 
which was started, a little more than a year ago—an interplant 
service between widely separated New England plants. The 
commodities handled are principally brass castings, electrical 
parts, small machinery parts, and manufactured products. At 
present it gives overnight service between plant units at such 
points as Waterbury, Bridgeport, New Haven, Hartford, Conn... 
Pittsfield, Mass., and Schenectady, N. Y. It has seven trucks. 
running, with a tonnage of two million pounds a month. The 
service is faster than could be obtained by railroad and is. 
cheaper than express, it is stated. 

Manufacturers of trucks call attention to a growing tend- 
ency to use large capacity trailers and greater speed. In many 
instances the use of trailers is dictated by state laws, which 
limit the tonnage that can be placed on a single vehicle. Trucks. 
are being turned out that can carry seven-ton loads at speeds 
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as high as 70 miles an hour, and truck and trailer unit 

capacities up to 45 tons or more. Other interesting de bay 
ments have to do with special bodies and machines pi!” 
meet specific requirements of exceptional nature, Uilt to 

A striking example of that sort is a refrigerator e 

service begun this year by the Las Vegas Motor Express, jo 
between Los Angeles and Las Vegas, the latter being th. In, 
of the Boulder Dam project. The route is through one site 
and desert country for 300 miles, with a maximum clove 
more than 5,000 feet and a minimum below sea-leye), = : 
the trip takes the truck across the Mojave Desert, Whee 4 « 
peratures of 115 degrees were not uncommon last et 
None the less, the special insulated body used is reported 
have maintained an interior temperature of not over 50 de " 
for the run of 16 hours, which was made three times oe 
with a load of from six to seven tons of fresh vegetables oa 
milk, and ice cream. The service is said to have proved ‘pro 
able and operators expect to expand it. In addition to supplyj ; 
the citizens of Las Vegas with perishables at less cost aie 
delay than by railroad transportation, communities pot on = 
lines are enjoying delicacies previously unavailable. = 


Live Stock and Farm Produce Tonnage 


The adaptation of the truck for farm use and transpor, 
tion of farm products is a phase of the application of the truck 
to industry that is attracting increasing attention. Ip ii 
trucks hauled more than twelve million heads of live stock ty 
market, on the basis of figures from 17 of the largest markets 
That represented an increase of 46 per cent over the figure fy; 
1927 and, roughly, constituted a million truck loads, transported 
for distances ranging from a few miles to 300 miles, The aver 
age haul was said to have been 50 miles. ' 

Twenty-four per cent of the apple crop of New York 
reached terminal markets by truck last year, and a recent sur. 
vey of the Bureau of Agricultural Economics and the Delaware 
State Board of Agriculture showed that approximately fourteen 
per cent of the fruits and vegetables produced in Delaware ani 
the eastern shore of Maryland were trucked to market. Mos 
of the produce represented by those figures went to New York 
and Philadelphia. The length of haul from important prody. 
ing areas in the territory was said to approximate 225 miles op 
the New York shipments and 125 miles on the shipments tp 
Philadelphia. From 50 to 90 per cent of the milk supply of the 
cities is assembled and distributed by motor truck and a large 
proportion of vegetables produce is reaching consuming area 
in that way every year. 

Such figures indicate the diversity and extent of existing 
practices but, according to recent expressions of marketing 
officials of the Bureau of Agriculture, they have by no means 
reached their full development. Those reports set 250 mile 
as the radius of distribution by motor truck from farm to mar 
ket and from large distribution centers to rural districts. 


The Truck and the Railroads 


According to the report made by Professor Cunningham, 
there is little threat to the railroads in the service offered by 
the motor truck. He expressed the view that it should mainly 
be regarded as supplementary to rail service. It was his opit- 
ion that the railroads could give up with little, if any, net los 
the small volume of freight the trucks take from them or a 
apt to take in the future. He pointed out that it was tonnage 
least attractive, from a revenue point of view, and that the 
railroads could devote equipment so released to “long-hall 
better paying tonnage.” To some extent, he thought, the po 
sibility of further inroads on rail tonnage by the motor truck 
was dependent on Congressional action. 

Recently the railroads have displayed an. inclination t 
avail themselves of the advantages presumed to be had through 
the use of trucks. Railroad uses, for which the truck is said 
to be particularly adapted, in addition to the much discussed 
store-door delivery, are the speeding up of less-carload ser 
ice through station-to-station haul within well defined terminal 
limits; hauling from small or large stations in order to effect 
concentration of freight in cars; hauling from central deliv: 
ery points to smaller stations for delivery to consignee, 
hauling of freight from one division to another outside 0 
crowded zones, reducing the amount of freight to be handled 
at transfer points within large cities, and others. ae 

Since March 1, 1927, tractor-trucks and trailers have 
speeding up freight movement in and out of the crowded te 
minal area at Chicago among three Wabash freight _— 
Trailers are spotted at the in-and-out-houses of the Polk see 
station, the transfer station at 47th Street, and the ean 
station. A tractor-truck arriving at one of the stations W! . 
trailer, spots it for loading and hooks to 4 loaded ‘i 
destined to another station. In that way the tractor-trut io 
kept continuously busy and the service is said to pr yee 
valuable equipment for other service, movement of 0 
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sage cars 18 speeded up, and shipments are more efficiently 
pack 
vonsolidated. Regulation 


| the last year or two, men engaged in motor truck 
i were almost unanimously opposed to regula- 
po nsportation : . 
e . the federal government. The absence of regulation 
tim Dy ntly cited by one railroad official as a controlling rea- 
- “ay failure of the railroads early to adopt programs 
cae ~ to coordinate truck and rail service. It is not uncom- 
intends present, however, to find representatives of large in- 
-_ al in the truck business advocating governmental con- 
“we example of that was presented by the address of 
trol y G. Williams, president and general manager of United 
nell Transit Lines, Inc., Albany, N. Y., at a banquet of 
ont officials. In no other field could such a diversity of 
samt and practices be found for similar services, he held. 
The principal curse of the industry, as he presented it, was lack 
of organization. The remedy, he said, was regulation that 
yould stabilize service and fix responsibility. 

As a whole, however, the industry cannot be said to favor 
jderal regulation. Such regulation as is to be should be exer- 
vised by State bodies already established for the regulation of 
other forms of transportation, according to the stand taken by 
the Motor Vehicle Conference Committee, composed of repre- 
gatatives of the National Automobile Chamber of Commerce, 
the American Automobile Association, and other national or- 
sanizations of the manufacturing side of the industry. In par- 
‘cular, the conference committee opposes any form of regula- 
tion by subdivisions of the state and emphasizes the need of 
yiformity—notably absent at present—in state laws. 

In addition to supervision of rates and practices of motor 
truck common carriers, state laws generally provide for regu- 
lation of sizes, speed, and load of trucks. Based on tabulations 
as of January 1, 1929, the only states in which there is no regu- 
lation of rates of common carriers are Delaware, Georgia, Flor- 
ida and Tennessee. The first state to pass a law bringing that 
cass of truck carriers under the jurisdiction of a state com- 
mission was Pennsylvania. The majority of states limit the 
length of a single vehicle to about 30 feet and permit combina- 
tions of vehicles up to 80 and 85 feet. Gross Weight restric- 
tins on four wheels are, as a rule, held to a range between 
20,000 and 28,000 pounds, with trailer allowances that permit 
loading of truck and trailer up to 40,000 and 45,000 pounds. 
However, there is considerable diversity, not only in the speci- 
fications themselves, but in the methods prescribed for this 
application. 


JOLTOGRAPH GUARDS CARS 


The “joltograph,” a near cousin of the Seismograph, the 
delicate instrument which records earth tremors, has entered 
the service of the Oakland Motor Car Company. The new 
levice, formerly called the “impact register,” is being subjected 
to extensive tests by R. L. Reese, traffic director, who expects 
‘0 use It as a means of recording the treatment accorded auto- 
nobiles while en route by freight to dealers, He believes it 
vill prove valuable as an additional protection both to his com- 
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a jolt also is recorded, thus enabling the traffic department, by 
inspecting the transit data, to identify and check the responsible 
railroad. Mr. Reese’s theory is that the railroads, appreciating 
this additional concern in freight shipments, will extend special 
cooperation and consideration in their program of delivering 
automobiles to customers in the best condition possible. 


RIDING ON RUBBER 


A record of the increase in population and passenger traffic 
on rail and motor coach lines in the United States has been 
made available to transportation experts and others interested 
by the presentation, at the transportation meeting of the Society 
of Automotive Engineers in Toronto, Nov 13, by Frederick C. 
— of the General Motors Corporation, of the following 
table: 


First 5-Year, 1912 to 1917 


% 
I Situndeun teins ee eaaweenuls weed ne lw etie 7,075,547 7.5 
COMMMNGR CATTICON PAMSONBOTS. «10.0000 d:civcsesveseece 2,434,129,985 18.5 
oe ee ee ere rr 14.3: 10.4 
Passengers carried by steam trains..............+. 62,557,128 6.1 
Passengers carried by surface electric lines....... 2,101,744,147 18.8 
Passengers carried by rapid transit lines.......... 269,828,710 23.0 
Passengers carried by motorcoach lineS.........ccceccccececes dates 
Second 5-Year, 1917 to 1922 
PD -vacicsckcaecantd deeesdasnaavesteneis xenon 7,075,548 6.9 
COMMON CATIOS . PRASONMOTE. «oo. cccccccceccceceees 1,575, 256,009 10.1 
ET EG ciccekuancvbdetdketaeeeiees acer 4.5 2.9 
Passengers carried by steam trains.............+. 99,229,269 9.2 
Passengers carried by surface electric lines....... 353,969,892 2.6 
Passengers carried by rapid transit lines.......... 470,515,886 37.0 
Passengers carried by motorcoach lines........... 850,000,000* re 
Third 5Year, 1922 to 1929 
TC Pe EEN 9,379,607 8.6 
COSISOR CALTICT PAMUOTIGOEG 6.0.0.0 o66cccccscseseséoes 1,550,773,676 9.1 
RD Se i i555 0:04.4:0-0-5:5:50 00 08:406s6beeennceenwe 6.6 3.9 
Passengers carried by steam trains.............+. 92,826,473 9.7 
Passengers carried by surface electric lines....... 400,044,561 3.0 
Passengers carried by rapid transit lines.......... 368,644,210 21.0 
Passengers carried by motor coach lines......... 1,674,000,000 197.0 


*First authentic record. 


“As evidenced by these figures,’ said Mr. Horner, “the 
advent of the motor coach has materially changed the riding 
habit of our people. The figures indicate clearly the truly phe- 
nomenal growth of motor coach transportation in the United 
States during the last decade. 

“The short haul, intercity, and intrastate motor-coach ser- 
vice is still more impressive in the volume of miles and passen- 
gers carried, the figure showing 4,085,000,000 passenger-miles 
of transportation sold and 292,000,000 passengers carried during 
1928. Some form of motor coach service is operated between 
all cities and towns of any size, and these services are contin- 
uously being improved. Here I would point out that the more 
convenient and comfortable we make any form of transportation 
service, granted the traffic is present, the greater the riding 
habit will become. 

“According to the latest figure compiled by Bus Trans- 
portation as of January 1, 1929, slightly more than one-half of 
the 1,032 cities in the United States having a population of more 
than 10,000 had some form of local motor coach service. Of 
approximately 625 such cities reporting bus service, 153, or 29 
per cent, had no other means of public transportation than 
busses, taxicabs, and private automobiles. In London the motor 
omnibus is such a big factor in the city transportation picture 
that nearly 5,000 are in daily service and during 1928 carried 
more than 1,250,000,000 passengers. Although we have nothing 
in the United States to compare with this operation, still our 
city service bus occupies a very important place in our city 
transportation structure. It has made a real contribution to 
the new demands caused by changed conditions. New sections 
of cities have been opened, creating new transportation demands 
which have been filled by the city-type motor coach. Feeder 
lines, coordinated with electric railways and main line motor 
coach service, have come to be as necessary a part of the trans- 
portation facilities of most of our cities as the streets on which 
the electric car, the bus and the automobile operate. 

“More than 300 electric railway companies in the United 
States and Canada are now operating approximately 10,700 
motor coaches covering more than 20,000 route miles in con- 
junction with their rail service. Some fifty additional com- 
panies have entirely replaced their electric car service using 
more than 500 motor coaches for this purpose. The motor 
coaches owned by all these companies were operated an aggre- 
gate of 300,000,000 miles during 1928 and carried more than 
1,000,000,000 passengers. 

“In some cases in the railroad field the motor coach is 
limited to sparsely settled districts where there is not sufficient 
traffic to justify the operation of passenger trains. But in some 
other districts local passenger service can best be performed 
by motor coaches in conjunction with express train rail service, 
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Motor coach transportation should be encouraged by the rail- 
roads whenever it fulfills the public need, and the railroads 
should adopt it whenever it offers the most economical method 
of transportation. If the public prefers to ‘ride on rubber’ it 
will do so, although in some cases part of the price it must pay 
must be a reduction in rail service. Some of our railroads are 
endeavoring to direct the public’s riding habits along economic 
lines, supporting independent highway transportation lines in 
their legitimate field, but not hesitating to provide their own 
motor coach service where it has proved to be the transporta- 
tion tool that best meets the requirements. 

“The railroads are using motor coaches in several ways, 
the most important of which are: 


In replacement of local train service. 

As additional service auxiliary to local train service. 

As additional feeder service to make local stops between zone 
points of fast trains. 

As feeder lines. 

In carrying employes to and from railroad shops. 

As train-connection service in terminal cities, as in New York City. 

In touring service to summer resorts, national parks, and so forth. 


“Service of the type mentioned have been furnished by 
the railroads for some years. Train connection is best exempli- 
fied by the operation of the Baltimore & Ohio Railroad motor 
coaches, which take passengers from the company’s rail ter- 
minus direct to hotels or motor coach stations in the heart of 
New York City and Brooklyn. Notable examples of touring 
service are the services of the Boston & Maine, Santa Fe, Union 
Pacific and other railroads to resorts and national parks. In 
general the railroads have found it best to conduct their motor 
coach operations themselves, or through contract with existing 
motor coach operators, or through a subsidiary company organ- 
ized by the railroad company. Operation by a subsidiary com- 
pany has become very popular and is the most general practice. 

“The steam and electric railroads are making money in 
two ways by using motor coaches—first, by reducing losses on 
unprofitable train operations, and, second, through actual in- 
crease of passenger revenue from motor coach lines acting as 
feeders and supplementary to long-distance rail service. An 
exceptional case is one in which a steam railroad is saving 
more than $25,000 a year where one motor coach replaced a 
daily train. The railroad companies’ solution of the short-haul 
passenger service problem in many places is to give motor 
coach service by buying out independent motor coach lines, by 
contract, or through a stock partnership in well-organized motor 
coach companies that are rendering a necessary and convenient 
transportation service in their territories. 

“At present 23,300 companies, including independent oper- 
ators as well as electric and steam railroad companies, are 
operating such service. During 1928 motor coaches of these 
companies carried more than 1,793,000,000 passengers. Obviously 
the development of so vast a system of transportation is certain 
to have its effect upon the steam and electric railways. Since 
motor coach traffic reached a great volume, in 1925, passenger 
traffic on the railroads has steadily declined. This is due largely 
to the private automobile, as only a small portion of the rail- 
road traffic was lost to the motor coach. The number of motor 
coaches operated by steam railroads increased from scarcely 
200 at the end of 1924 to more than 1,200 in 1929 and now more 
than sixty-two railroads maintain motor coach service. The 
electric railway industry was not so slow to adopt this form 
of transportation, and «.lready more than fifty per cent of our 
electric railways operate motor coaches. 

“To operate a small local train one mile costs approximately 
$1.25, as compared with twenty-five or thirty cents per mile for 
the motor coach. For the railroad these are out-of-pocket costs 
only and do not include fixed charges, roadbed maintenance 
and the like. Thus the ratio is not far from five to one in favor 
of the motor coach. For a steam train the average fuel cost 
is 23 cents per mile, while for the motor coach it is 3 cents 
per mile. Wages per mile for the motor coach are 4 cents as 
compared with 28 cents for the train. The Boston & Maine 
Railroad found that the cost per mile of operating a steam 
passenger train, without any charge for roadbed or rail main- 
tenance, was $1.59, of rail cars 72 cents, and of motor coaches 
29 cents. 

“Real progress has already been made in applying the motor 
coach to railroad requirements, and the railroad officials from 
high to low are earnestly striving to properly coordinate the two 
transportation facilities.” 


Railroads Use Motor-Coach 


“One of the notable motor-coach transportation develop- 
ments promoted by a steam railroad,” said Frederick C. Horner, 
“is that of the New England Transportation Company, operating 
over sixty-one routes covering 2,200 route-miles in an area of 
approximately 30,000 square miles. The company is a _ sub- 
sidiary of the New York, New Haven & Hartford Railroad and, 
according to the officials of that company, has been very suc- 
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cessful from the standpoint of revenue production as well 
reducing losses on unprofitable passenger trains by Cl as iy 
motor-coach as a substitute for or to supplement the trai te 

“This railroad motor-transport company operates a 
three hundred motor-coaches and employs 500 men. + 
operated 9,000,000 motor-coach- miles and anticipates Phe 
do 10,000,000 miles in 1929. It carried 5,500,000 passenge 
year and expects to carry 6,500,000 this year. Theo 
coaches operated 96 per cent on time in 1928, and the prey: 
operation was 29.3 cents per coach-mile. Fifty moterend . 
are operating between Boston and New York City, a me 
run, carrying 500 to 600 passengers per day. On "the pe 
run between Boston and Providence, Rhode Island, this — 
pany’s motor-coaches carry 900 passengers per day. . 

“Another large railroad serving the New England sect; 
of the United States, the Boston & Maine, has extengiye oa 
transport operations. Its subsidiary, the Boston & Maine Tam 
portation Company, in addition to its motor-truck servicgs op 
erates 111 motor-coaches and, by the substitution of then tor 
unprofitable trains, estimates the savings of the railroad ; 
$500,000 per year. : 

“The Boston & Maine Railroad has followed a formula or Dla 
of substitution of highway for rail transportation, which jg 7. 
marized as follows: 1, Complete substitution of motor-coach fy 
steam-train branch-line passenger service; 2, partial substitution 
on branch lines; 3, partial substitution on main lines; 4, compje, 
substitution for electric railways owned by the Boston & Mai» 
Railroad; 5, complete substitution for electric railways not 
owned by it; 6, motor-coach operation to supplement steap. 
railroad passenger service. 

“This grouping is based on the relation of the motor-coac 
to rail passenger service. 

“A new and more convenient way of carrying passengex 
to and from the center of New York City was inaugurated o 
August 29, 1926, by the Baltimore & Ohio Railroad. This inno 
vation was typical of the pioneer achievements of Americas 
first railroad and of the vision and leadership of its president, 
Daniel Willard. Under the new arrangements, the Baltimor 
& Ohio trains terminate their runs on the west bank of the 
Hudson River at the main station of the Jersey Central Rail 
road, in Jersey City, N. J., from which point the Baltimore é 
Ohio special parlor motor-coaches transport passengers through 
the business, shopping, hotel and theatrical districts of Mar 
hattan without extra charge. 

“Commodious and comfortable motor-coaches which provide 
individual seating for each passenger and space for hand lu. 
gage, run directly from the train-side at Jersey City by way of 
ferry to lower Manhattan and thence to the Baltimore & Ohio 
motor-coach terminal in the Chanin Building on 42d street in 
the heart of New York City, just opposite the Grand Central 
Station. Sub-terminals at which these motor-coaches make 
regular stops are located at strategic points on the routes fol 
lowed. 

“The terminal at the Chanin Building is the most modem 
design of motor-coach terminal in the world. The coaches at 
driven into the building on the ground floor, just as a trail 
enters the train shed of a modern railroad terminal. Afte 
discharging the passengers, chey are turned on electrically 
operated turntables, and in a few minutes are ready for 4 
return trip to the rail terminal at Jersey City.” 


CONDITION OF EQUIPMENT 


Fewer freight cars were in need of repair on October Ji 
than at any time in recent years, according to the car service 
division of the American Railway Association. On that date 
there were 129,140 freight cars in need of repairs, or 5.8 per 
cent of the number on line. This was a reduction of 529 cals 
under the best previous low record established on January Ii, 
1927. The number in need of repair on October 15, this ye 
also was a reduction of 3,471 cars compared with October 1, # 
which time there were 132,611. Freight cars in need of hear} 
repairs on October 15 totaled 94,577, or 4.3 per cent, @ decrease 
of 1,305 compared with October 1, while freight cars in 2 
of light repairs totaled 34,563, or 1.5 per cent, a reduction © 
2,166 compared with October 1. 94 

Class I railroads of this countrty on October 15 had ms 
locomotives in need of repair, or 14.5 per cent of the num 
on line. This was an increase of 561 compared with the nui 
ber in need of repair on October 1, at which time there pe 
7,668, or 13.5 per cent. Locomotives in need of classified 
pairs on October 15 totaled 4,341, or 7.6 per cent, an ine at 
of 266 compared with October 1, while 3,888, or 6,9 De _ 
were in need of running repairs, an increase of 295 cord - 
number in need of repairs on October 1. Class I railroa st 
October 15 had 4,006 serviceable locomotives in storage 
pared with 4,500 on October 1. 
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Twenty-First of a Series of Twenty-Six Articles on This Subject Written for The Traffic World by 
G. Lloyd Wilson, Ph.D., Professor of Commerce and Transportation, 
University of Pennsylvania — 


Commodity Tariffs and Fourth Section Departures 


of the fourth section of the interstate commerce act 

result in connection with freight traffic that moves 
‘rom or to intermediate stations when commodity rates are 
«tablished from or to more distant points of production or 
consumption, if these rates are lower than the rates applic- 
ible from or to the intermediate points. It is obvious to any 
tudent of transportation that this must be so and that there 
sre uncountable numbers of fourth section long and short 
taul departures resulting from the establishment of com- 
nodity rates. It is desirable that commodity rates be pub- 
ished only from or to points where they will be used. This 
means that the rates, being restricted to a limited number 
of points, cause the intermediate points of origin or destina- 
tion to which higher commodity or class rates are applicable 
to have fourth section departures operating against them. 

It is not in the interest of the carriers or the public that 
commodity rates be established to or from points where the 
commodities are not consumed or produced, for this would 
unduly and unnecessarily clutter the tariffs with “paper” 
rates—rates that have no actual use but are in the tariffs 
merely because they represent the correct basis of rates. 

The Commission has stated its conviction that the car- 
riers’ tariffs should not contain numerous unnecessary rates 
and that it is not desirable to require the posting of com- 
modity rate tariffs at stations to or from which no shipments 
of the commodities are likely to move. It, therefore, per- 
mits the establishment and publication of commodity rates 
that need not be made applicable to or from all intermediate 
points. The carriers may file tariffs containing commodity 
rates applying from points known to be actual points of 
production or shipment of the particular commodities to 
stations known to be points of consumption without making 
the rates applicable to or from all intermediate points, pro- 
viding the tariffs naming the rates contain the appropriate 
intermediate commodity rate application rules to govern the 
construction of commodity rates to or from the intermediate 
points, 

These rules may not be used when higher commodity 
ratés are in effect to or from any intermediate points, but 
oly when the intermediate points have class rates on the 


particular articles of traffic higher than the longer distance 
commodity rates, 


Rates from Intermediate Points of Origin 


The rule used in connection with tariffs that publish 
commodity rates from points of origin but not from all inter- 
mediate origin stations, under the authority of the Commis- 
sion, provides that, when commodity rates are named in the 
lariffs from certain points of origin while commodity rates 
on the same commodities, subject to the same conditions, are 
not published in the same tariffs or any other tariffs from 
imtermediate points on the same routes from the same 
points of origin, the same commodity rates, subject to the 
‘ame conditions, will be established from the intermediate 
points via the same routes as the routes over which the 
rates from the more distant points apply. 

Let us assume, for example, that a commodity rate of 
30 cents a hundred pounds is established on citric acid, car- 

8, from Pittsburgh, Penn., to New York, via the North- 


[) site oun from the long and short haul clause 


ern Railroad. Jeannette, Penn., is an intermediate point of 
origin between Pittsburgh and New York on the line of the 
Northern Railroad. The tariff that contains the rate of 30 
cents from Pittsburgh to New York contains no rate on the 
same commodity from Jeannette to New York, nor is any 
commodity rate published in any other tariff from Jean- 
nette to New York. The 30-cent rate will be published from 
Jeannette to New York on one day’s notice to the Com- 
mission and the public within thirty days after the carrier 
publishing the rate from Pittsburgh to New York receives 
either a written or a verbal request for the establishment of 
a similar rate from Jeannette to New York, accompanied 
by an advice of an early prospective shipment, or within 
thirty days after a responsible traffic officer of the carrier 
or the agent publishing the tariff obtains knowledge from 
any source that a shipment has moved from Jeannette or 
will probably soon move from that point to New York. 

The purpose of this rule is clear. It permits the carriers 
to establish commodity rates from the points of origin where 
the articles are manufactured or produced without publish- 
ing the same rates from intermediate non-producing points 
of origin, while making the same commodity rates available 
to shippers at intermediate points of origin, when, as, and 
if they are needed to move traffic of the same sort. It does 
not permit the carriers to maintain higher commodity rates 
from intermediate points than those applicable from the 
more distant points, and it does not authorize reductions in 
existing commodity rates or increases in commodity rates 
from intermediate points on less than the thirty days’ notice 
required by the interstate commerce act.’ 

The rules of the Commission require that, in cases 
where its tariff rule governing the establishment of com- 
modity rates from intermediate points are applicable and 
shipments have moved from intermediate stations at rates 
higher than the rates applicable at the same time and on 
the same traffic to the same respective destinations via routes 
that lead through the intermediate points, the carriers are 
directed to file applications on the special docket of the 
Commission for authority to make refunds on the shipments 
moving from the higher rated intermediate points of origin 
to the basis of the rates from the more distant origin points 
to the same destinations.” 

If in the instance cited above, a rate of 30 cents a 
hundred pounds is applicable on shipments of citric acid 
from Pittsburgh, Penn., to New York, and a rate of 36 
cents a hundred pounds is applicable on the same traffic 
from Jeannette, Penn., to New York, over the route of the 
Northern Railroad—Jeannette being intermediate via the 
route between Pittsburgh and New York—the carrier will 
make application on the special docket of the Commission 
to make reparation to shippers using the 36-cent rate from 
Jeannette to New York for the difference between the Pitts- 
burgh and Jeannette rates, or six cents a hundred, under the 
authority and subject to the restrictions imposed by this rule 
of the tariff circular of the Commission. 


Rates to Intermediate Destination Points 
The rule for the establishment of rates to intermediate 


Section 6, pa 
*Tariff Circular 


ph 3. 
0. 20, Rule 77. 
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On schedules arranged and followed as carefully as 
those of famous passenger trains, four fast through 
merchandise carriers—two from the Atlantic Seaboard 
to the Midwest, Trains Nos. 85 and 99; and two in the 
opposite direction, Trains Nos. 84 and 86, speed daily 
over the Norfolk and Western Railway, delivering good 
service and good merchandise. Days and hours have 7 
been cut from schedules—giant locomotives have U NORTON 
replaced those once thought of ample power—and rail- 
road officers continue to strive for greater efficiency. If BR 
you are a shipper or receiver of freight in the territory U 
served by these trains, you may find in their services 
the answer to difficult problems of distribution. 
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G. F. Butler S. M. Stevenson 
Freight Traffic Manager Asst. Freight Traffic Manager 
Roanoke, Virginia Roanoke, Virginia 
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Freight loaded at the Mid-Western points shown on this map and routed 
via the Norfolk and Western Railway to destinations in the Virsiaine and the 
Carolinas, moves rapidly for Third Morning Delivery. Conversely, freight 
from points in the Virginias and the Carolinas, routed via the Norfolk and 
Western Railway to the points shown in the Mid- West, is delivered at desti- 
| nations on the Third Morning. Traffic Managers are thus enabled to make 
) promises with confidence that they will be kept—and two great consuming 
territories are served daily with efficiency and dispatch. 
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destination points on the basis of the commodity rates to the 
more distant points of destination is the exact counterpart of 
the rule for the establishment of rates from intermediate points 
of origin, discussed above. 

1. Commodity rates must apply via routes leading through 
the intermediate points. 

2. The rates from the intermediate points are adjusted on 
one day’s notice to the Commission and to the public on the 
same basis as the rates to the more distant destination points. 

3. The rates are established to the less distant interme- 
diate points within thirty days after request is made of the 
carriers by prospective shippers, or within thirty days after a 
traffic official or a tariff publishing agent obtains knowledge 
that a shipment has moved or is to move to the intermediate 
point. 

4. Applications for authority to pay reparation are filed by 
the carriers. 


Rates Applicable at Both Origin and Destination Points 


Commodity rates may be published in tariffs so as to make 
them subject to the intermediate rule of the Commission at 
both origin and destination points. When rates are established 
in this way, the establishment of commodity rates from inter- 
mediate points of origin to intermediate destination points on 
these same commodities is required. It is not necessary to post 
concurrences at the intermediate stations and the provisions 
of the concurrences are not published in tariffs. 

When commodity rates are made subject to the intermediate 
commodity rate application rule at either origin or destination 
points, all carriers parties to the rates are obliged to establish 
rates, in accordance with the provisions of the rule, from or 
to all intermediate points on the rotites over which the com- 
modity rates apply, regardless of the form of the tariff con- 
currence used in establishing the commodity rates from or to 
the more distant points of origin or destination. The application 
of the intermediate commodity rate application rules is not 
restricted or limited by the types of concurrences granted by 
the carriers. 


The Phraseology of the Rules 


It is unnecessary to reproduce here the wording of both 
the intermediate origin and destination commodity rate rules. 
A composite rule is, therefore, shown below that combines the 
provisions of both origin and destination rules. The Commis- 
sion specifically requires that the wording of these rules, as pub- 
lished by the carriers in tariffs naming commodity rates, may 
not be varied. The tariffs may provide that they apply only 
in connection with the rates or routes that make specific ref- 
erence to the tariffs. This may be done by approximate appli- 
cation restrictions published in connection with one or both of 
the intermediate origin or destination commodity rate applica- 
tion rules. Carriers may also limit the application of the rule 
or rules so as to make them applicable only to certain rates 
or particular routes, but they may not limit the application of 
the rule or rules to a portion of any route. 


Composite Origin and Destination Intermediate Application Rule 


The precise wording of the intermediate commodity rate 
application rules is indicated in the composite rule. The word- 
ing of both rules is indicated by the composite rule. They are 
identical except for the portions shown in brackets: 


By authority of rule 77 of Interstate Commerce Commission Tar- 
iff Circular No. 20, commodity rates in this tariff [or made subject 
hereto] are not made applicable [from] or [to] all intermediate points. 
When a commodity rate is named in this tariff [from] or [to] a given 
point and commodity rate on the same commodity, subject to the 
same conditions are not published in this or any other tariff [from] 
or [to] intermediate points on the same route from the same point 
of origin, the same commodity rate, subject to the same conditions 
will be established [from] or [to] any such intermediate point over 
the same route as that over which the rate [from] or [to] the more 
distant point applies, upon one day’s notice to the Commission and 
to the public as follows: 

1. Within thirty days after receipt of request, written or verbal, 
for the establishment of such rate. accompanied by advice of early 
prospective shipment [from] or [to] such intermediate point. 

2. Within thirty days after a responsible traffic official of the car- 
rier [or the publishing agent] obtains knowledge that a shipment has 
—— or probably soon will move [from] or [to] such intermediate 
point. 

This rule does not authorize the maintenance of commodity rates 
[from] or [to] intermediate points higher than the rates applicable 
{from] or [to] more distant points; neither does it authorize reduc- 
tions in existing commodity rates or any increases in rates [from] 
or [to] intermediate points on less than statutory notice. 

Where rule 77 is applicable and it develops that a shipment has 
moved [from] or [to] an intermediate point under a rate higher 
than that contemporaneously applicable [from] or [to] a more distant 
point [to the same destination] or [from the same point of origin] 
via a route through the intermediate point, carriers will file with 
the Interstate Commerce Commission an application on the special 
docket authority to make refund on any such shipment, to the basis 
of the rate [from] or to [to] the more distant point. 


The Commission has ruled that, on and after June 10, 1930, 


~~ Rule 77, Tariff Circular No. 26. 





Vol. XLIV, No. 


The Traffic World ———___ol. xuv, my 


commodity rates may not be made subject to j 
plication of commodity rate rules unless the tariffs Dublig 
cific routing instructions in connection with the rates ae 
routes over which the rates apply throu e 
points. 7 othe Intermediate 
The routing application of these rates mus 
the rates in the tariffs apply only via the roy 
shown in the tariffs.‘ 


ntermediate ap 


: Provide 

es g 

If the rates are not so restricted wa 
to 

routes via the intermediate points, the commodity rates 

not be applied to the intermediate points of destination o, ue 

the intermediate points of origin on the same basis ag the Tom 

to or from the more distant points to or from which the = 

modity rates are published. OM- 


Duplicate Application of Intermediate Rules and Rule 17 


If rates applicable via certain routes are made subject 
rule 77 at the points of origin, the rates may not be made - 
ject to an intermediate application rule at the same points 
origin via the same routes. Rule 77 of Tariff Circular No : 
is an intermediate application rule for the automatic extensip 
of class and commodity rates to or from intermediate see 
on the basis of the rates to or from more distant points without 
publishing the rates to or from the intermediate points: In 
like manner, rates via the same routes, made subject to Tule 
77 at the destination points, may not be made subject to an 
intermediate rule at destination. Rates may, however, be mae 
subject to rule 77 at the points of origin and to an intermediate 
rate at the originating points. 


Publication of Amended Rates 


The carriers, in carrying out the provisions of rule 77, mus 
arrange to extend the application of rates named in tariffs gy}. 
ject to rule 77 on one day’s notice to the Commission and the 
public by establishing the same commodity rates from or to 
the intermediate points as the rates from or to the more dis. 
tant points on the same lines of routes. 

This does not authorize the publication of increased rate: 
or reduced rates on any commodities on less than the ful 
statutory notice required by the interstate commerce act. The 
carriers are required by the Commission to arrange, in all cases 
where tariffs are published under the authority of rule 77, that 
their agents advise immediately the proper traffic officers of 
the carriers charged with the responsibility of publishing rates 
when requests are received of shippers for the publication of 
commodity rates from or to intermediate points where the 
commodity rates are not applicable, or when shipments are 
offered to the carriers for movement from or to these inter. 
mediate points. 


References in Tariff to Rule 77 


Tariffs or supplements that contain commodity rates issued 
on one day’s notice to the Commission and the public under 
the authority of rule 77 are required to show a notation either 
on their title pages or in connection with the individual items 
containing the rates, showing the authorization. The Commis 
sion’s tariff rules require this notation to read as follows: 

Issued under authority of rule 77 of Interstate Commerce Com- 
mission Tariff Circular No. 20. The rate [from] or ow more 


distant point appears in ...... Tari I. Cc. Cc. N 
item [or page].¢ 


‘Tariff Circular No. 20, Rule 4, k, plan 1. 
See Tariff Circular No. 20, and Articles No. 17 and 19 of this 


eries. 
*Tariff Circular No. 20, ‘Rule 77, page 98. 


POSTAL DEFICIT PROBLEMS 


“In view of the present state of the postal finances as re 
flected in the rather disconcerting difference between receipts 
and expenditures, which difference appears likely to continue 
for some years, the department must move slowly in effecting 
changes likely to increase costs or reduce revenues,” said 
Postmaster-General Brown in addressing the conference of mail 
users this week. 

“The modifications of postage rates which went into effect 
July 1, 1928, resulted during the last fiscal year in a net lost 
of revenue from the mail affected, of about $22,000,000 as com 
pared with the revenue that would have been derived from 
such mail at the former rates. The major portion of this los: 
was due to reduced rates on matter of the second and third 
classes, second class matter being responsible for $6,708,000 of 
the amount, while bulk mailings of third class matter at the 
pound rates, or minimum rate of one cent apiece, is responsible 
for over $12,000,000.” 

The purpose of the conference was to enable users of the 
mails to present their views with respect to the regulation 
governing the various classes of mail, conditions of acceptance, 
methods of handling, and other allied subjects, and to discuss 
the merits and practicability of any changes that might * 
proposed. 
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Aeronautical Chamber of Commerce 


National Trade Organization for Aircraft Industry Promotes Development of Aviation—In Its Brief 
; Life the Industry Has Expanded Rapidly 


By STANLEY H. SMITH 


needed some one to speak for it when it was gasping- 

for breath less than a decade ago. Cessation of 

var among the nations ended the furious activity in the 

jircraft industry, which faced the question of whether a 

ce-time market could be created for its product. With 

‘it affairs” thus at low ebb, the Aeronautical Chamber 

of Commerce of America came into existence. That 
was in 1921. 

It is fair to state, according to the chamber, that, in 
that year, the capital investment in the aircraft industry 
iid not exceed $5,000,000, and 
the employes 5,000, and it adds 
that, if, in that year, a single 
¢rictly commercial airplane was 
designed and built, it was of such 
an experimental character as to be 
submerged in the reports now 
available, 

Seven years later there were 
manufactured between four and 
ive thousand planes and engines 
—all but a few hundred for com- 
mercial use. The industry had a 
capital investment of approxi- 
mately $100,000,000. It had be- 


gun to go! 


At the baby of the transportation family, 


Purposes of Organization 


Get aircraft in the air! That 
might be a fitting slogan for the 
ar chamber of commerce. It is 
promoting the sale of aircraft. It 
is working to the end that the 
public shall be “‘air-minded.” 

“The Aeronautical Chamber of 
Commerce of America, Inc., is the 
tational trade organization for all 
he activities of the aircraft in- 
lustry,” it is explained on behalf 
ot the organization. “Our pur- 





no restrictions against air travel. 

The organization membership of the chamber includes, 
under class A,. aircraft manufacturers, motor manufactur- 
ers, air transport operators, rail, highway or water trans- 
portation lines utilizing aircraft or directly interested in 
their utilization as a means of accelerating or supplementing 
ordinary service, financial institutions specializing in aero- 
nautical enterprises, insurers and classifiers of aeronautical 
risks, and producers or refiners of aircraft fuels and lubri- 
cants. Under classes B and C provision is made for mem- 
bership of others having an outstanding interest in aero- 
nautics. There are also associate 
and sustaining memberships. 


Works With Government 


The headquarters of the 
chamber are in New York City. 
Offices are also maintained in 
Washington because of the con- 
tact required between the industry 
and the government. The chamber 
works with the aeronautics branch 
of the Department of Commerce, 
as well as with the other govern- 
ment departments having to do 
aviation activities. 

An important contribution to 
transportation literature is made 
each year by the chamber in ‘“The 
Aircraft Year Book.” In this book 
is the story to date of the progress 
of all phases of aviation in the 
United States and abroad. 

The growth of aviation is 
also reflected in the chamber’s 
library, which now includes more 
than one hundred monthly publi- 
cations on aeronautics, more than 
seven hundred catalogued books, 
more than fifty-seven thousand 
pamphlets, three thousand photo- 


pose is to encourage the use of F. B. RENTSCHLER graphs, and one hundred and fifty 


arcraft. This purpose is two- 

old. We work within the industry for the improvement 
ot conditions and practices conducive to public appreciation 
and support, and we take the initiative, on behalf of the 
industry, in correcting or stimulating the public viewpoint.” 
the twenty-five principal air transport lines in the 
\mited States, which fly more than 80,000 miles daily with 
mail, passengers, and express, are now represented in the 
clamber. Plans for aiding the air transport lines in the 
development of traffic are being carried out. This work is 
veng done through the air transport section. Studies are 
i progress with respect to airports, facilities for handling 
passengers, baggage weights and tariffs, publicity and ad- 
vettising, ticket sales and uniform contracts, mail and ex- 
Press traffic development, and the handling of air mail and 
and xpress. Insurance problems relating to air transport 
ae being studied, one of the purposes being to inform the 
Public as to life insurance and air travelers. According 
0 the chamber, the majority of insurance companies have 


maps. More than one thousand 
articles on aeronautics in current magazines have been re- 
cently indexed by the library. 

The chamber’s membership has increased from two 
hundred and forty-four early in 1928 to more than eight 
hundred. 

F. B. Rentschler, of the Pratt and Whitney Aircraft 
Company, is president of the chamber. 


AIR’ TRAFFIC IN EUROPE 


Air traffic on the flying field Waalhaven at Rotterdam, im- 
portant transit port last summer for the traffic from Great 
Britain to central Europe through the line to Berlin and the 
first night flights to London, showed a considerable improve- 
ment in June, July and August, as compared with the same 
period in 1928, according to a report from Consul E. V. Von 
Treschow, Rotterdam, made public by the Department of Com- 
merce. 

In the months under review the Royal Dutch Air Navigation 
Company carried 2,550 passengers, together with 280 transit 
passengers, and 60,500 kilos of merchandise. The same figures 
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for the corresponding period of 1928 aggregated 2,250 and 47,500, 
respectively. 

Decisions of the municipal authorities of Rotterdam and 
The Hague, which are considering the removal of the Waalhaven 
field to a point about halfway between the two cities, are ex- 
pected shortly. 

On September 12, 1929, a regular fortnightly service was 
opened by the Royal Dutch Air Navigation Company from Am- 
sterdam to Medan, Palembang, Batavia and Bandoen, Dutch 
East Indies, 


RADIO RANGE BEACONS FOR AIRWAYS 


Forty additional radio range beacon transmitters have just 
been ordered for installation on the nation’s airways, according 
to Capt. F. C. Hingsburg, chief engineer of the airways division, 
Department of Commerce. The government radio range beacon 
aural type system has been in operation on the Cleveland-New 
York airway for more than a year and has been instrumental 
in reducing the delayed and interrupted schedules of the air 
mail planes by more than 30 per cent. Even more gratifying 
is the record of safety in comparison of accidents and losses 
of equipment. The pilots on this route are no longer satisfied 
to take off in doubtful weather without properly serviced radio 
receivers on their planes. Every airplane of one operator on the 
Chicago-New York route has now been equipped with radio 
receiving sets. 

The radio range beacon system has now been extended west 
on the transcontinental airway as far as Omaha by installation 
of radio range beacons at Goshen, Sterling and Des Moines. 
The Chicago and Boston radio range beacons will go on the 
air within the next few weeks. These range beacons provided 
by the government have the advantage of serving pilots through- 
out the 24-hour day and, unlike lighted aids to navigation, are 
not affected by “thick” weather. The most important feature 
of this type of beacon is that it serves as a homing device, mak- 
ing it possible to fly to the exact location of the beacon and 
thereby locating the landing field at which the beacon has been 
established. A number of landings under conditions of fog and 
“soupy” weather have already been made in cases of emergency 
by aid of the radio range beacon; and trips otherwise impos- 
sible have been completed with absolute safety. 

The radio range beacon is operated in conjunction with 
radio telephone stations. It is stopped every fifteen minutes 
and identified by station announcement, followed by correct 
time and weather reports; then, on completion of the broadcast, 
the operation of the beacon is resumed. This system has a 
number of advantages in that the pilot does not have to change 
the tuning of his receiver and is listening at all times for either 
radio range beacon signals or weather broadcast. In this way 
it is possible to interrupt the beacon at any time and com- 
municate emergency messages to the pilot in flight. A simple 
receiver aboard the airplane is all that is required to take 
advantage of these radio aids. 

The receiver is tuned by use of remote control apparatus 
and can be used by the one-man airplane in flying the mail as 
well as by the largest passenger type airplane. 


AIR SERVICE BETWEEN EGYPT AND SOUTH AFRICA 


An agreement has been concluded for an air service be- 
tween Egypt and South Africa and is awaiting final ratification, 
according to a report received in the Department of Commerce 
from Assistant Trade Commissioner Edward B. Lawson, Johan- 
nesburg. 

It is understood that the Imperial Government and the 
Union Government have in principle agreed jointly to inau- 
gurate a mail and passenger.service between London and Cape 
Town and the operation of the service will be handled by the 
Imperial Airways, Limited. At the outset, the service will be 
in relays from Alexandria to Khartum; Khartum to Kisumu; 
Kisumu to Ndola; Ndola to Johannesburg, and Johannesburg 
to Cape Town. Each machine, it is understood, will carry 
twenty-five passengers. 

On the completion of these services a through service from 
Croydon to Cape Town and vice versa will be inaugurated and, 
if warranted, a bi-weekly service will follow. This definite turn 
of affairs is expected to accelerate the program of Johannesburg 
and Cape Town for establishing municipal airports and making 
provision for complete ground services. 


CANADIAN AIR ROUTES 

The air mail routes from Winnipeg west across the prairies 
will be lighted as the result of contracts recently awarded, the 
Department of Commerce learns from Assistant Trade Com- 
missioner C. E. Brookhart, Winnipeg. 

Sixty-one beacons and two radio control stations are to be 
installed on this airway connecting Winnipeg and western 
Alberta. Fourteen of these beacons are of electric design, 
mounted on fifty-foot towers; others are acetylene gas lights. 
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It is stated that arrangements have also beep 
for twenty-two intermediate landing fields to be used rete 
of emergency. "D Case 

All of the work is being done at the expense of the Domir; 
government, while the lighting of the airports at Winw 
Regina, Moose Jaw, Medicine Hat and Calgary, which 
necessary, is to be done by the owners or the 
tractor, Western Canada Airways, Ltd, 
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VOLUME OF AIR MAIL 


There were 701,625 pounds of mail transported py a; ; 
October, as against 655,689 for September, according to bas " 
made public at the Post Office Department. The ineneees on 
last month over the previous month was 45,936 pounds ran 
ever, there were 27 business days in October, while in “6 
tember there were but 24 business days. 7” 

The daily average for October was 22,633 pounds while 
for September there was a daily average of 21,856 pound - 
mail carried by air. ve 


rate RENN RNR 
ROBOT TAKES UP FLYING 








P. & A. Phoig 


Flying under all conditions of weather and darkness has been 
achieved by the Sperry Gyroscope Robot, shown above. The 
device, placed under the pilot’s seat, weighs only fifty, pounds. 
Two gyroscopes, one placed vertically, the other horizontally, 
keep the plane on an even keel, correcting so small a deviation 
in the plane’s movement as one-half of one degree. The device, 
which is powered by a wind generator, obviates the need of a 
pilot, once the machine is in the air. A plane equipped with this 
device made a flight from Ohio to Washington to New York and 
then back to Ohio on a night flight. The flying robot has been 
named ‘Mecaviator.” The word was coined in the office of the 
chief of the air corps of the army. “A name to be readily 
adopted,” said the War Department in relating how the word 
was formed, ‘‘would have to be one that described the thing 
as completely as possible and at the same time had the. snap 
that the name ‘Metal Mike’ (of steamship fame) carries with it. 
When aerial navigation became more and more complete and 
popular as a study the term ‘avigation’ was coined to describe 
this science, ‘aerial navigation’ being too long and cumbersome 
a term for this day of airplanes and speed records. Finally 4 
word was wrought that fitted the ‘flying robot’ to a T. It was 4 
shortening of the words ‘mechanical aviator’ and the result is now 
that any mechanism used for automatic control of an airplane 's 
to be called ‘Mecaviator,’ not ‘the mecaviator’ but ‘Mecaviator, 
with a capital M. It will be interesting to note whether this word, 
newly coined in the office of the chief of the air corps, will click 
or not.” 
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AERONAUTICS BRANCH DIRECTORS 


M. Young, Assistant Secretary of Commerce for 
has announced that, because of the extreme de- 
e Commerce. Department, due to the rapid develop- 
ment of civil aeronautics in the United States, and in an effort 
a er to serve the industry, it has become advisable to divide 
ons two executives the 
responsibilities heretofore 
vesting On the director of 
yronautics. Each of these 
executives, responsible di- 
ctly to the assistant secre- 
tary, is to be accountable for 
one of the major activities 
of the aeronautics branch. 
This means that the work 
of the branch will be classi- 
fed into two main groups in 
addition to the airways divi- 
son; (1) Licensing and 
inspection service, (2) aero- 
nautic development service. 
The licensing and inspec- 
tion service includes all 
activities in connection with 
the approval of aircraft and 
subsequent licensing, the li- 
censing of airmen, the ap- 
proval of flying schools, and 
such other duties as may be 
involved in the operation of 
aircraft. The aeronautic de- 
velopment service includes 
all activities in connéction 
with assisting communities in 
the selection and development of airports, the rating of airports, 
the promotion of correlation of aeronautic research, the pub- 
lication and dissemination of aeronautic information, the pub- 
lication of air navigation maps, and the general promotion 
work of the department looking toward the development of 
civil aeronautics. The airways division establishes and main- 
tains civil airways, providing and operating suitable interme- 
diate landing fields, beacon lights, weather and communications 
service, radio apparatus, and other aids to aerial navigation. 


For the purpose of carrying out the foregoing classifications 
and division of duties, F. C. 
Hingsburg, of the Bureau of 
Lighthouses, who has been 
chief engineer of the airways 
division since its organiza- 
tion and who has been re- 
sponsible for the development 
of the national airway sys- 
tem, will continue in his 
present capacity; Gilbert G. 
Budwig has been appointed 
director of licensing and in- 
spection; and Harry H. Blee, 
director of aeronautic devel- 
opment. 

For the last year and a 
half Mr. Budwig has been 
chief of the inspection work 
of the aeronautics branch. 
He began flying before the 
War, and, from 1917 to 1919, 
Was a Civilian flying instruc- 
tors in the U. S. army, later 
fying the air mail between 
Washington and New York, 
and between New York and 
Cleveland. From 1921 until 
ape he was a test pilot, and between 1924 and 1927 he engaged 
Opes types of commercial flying. A native of Ohio, he 
th Sa commission as captain in the air corps reserve, with 
€ military rating of airplane pilot. 

wae Blee, who is a native of California and an engineer of 
ttn experience, has been in charge of the airport activities 
oe branch since January, 1928. Since February 
mh ) ~ has been chief of the division of airports and aero- 
mittees n aaa and chairman of a number of research com- 
in 1996 : oon after the establishment of the aeronautics branch 
ai rod e joined the organization as senior business specialist 
ame the United States in the interests of commercial 
saa and the development of airports. During the war 
ap an as captain in the airplane engineering division of the 

Y air corps, and is now a lieutenant-colonel in the air corps 
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reserve, with the military flying ratings of spherical balloon 
pilot, observer, and airship pilot. 


CANADIAN AIR MAIL SERVICE 


Prairie air mail service, linking Winnipeg, Calgary and Ed- 
monton, Canada, will be placed in operation by the Canadian 
Post Office Department by December 2, and the Calgary airport 
will be fully equipped with all facilities for night landing and 
take-off by that date, according to a report to the Department 
of Commerce from United States Consul Samuel C. Reat, Cal- 
gary, Alberta. 

Lighting arrangements for the field will be installed by 
November 15, Consul Reat reports. Each intermediate field on 
the service will be equipped with huge lighting beacons and 
boundary lights. 

Between Winnipeg and Calgary the planes will fly via 
Regina, Moose Jaw and Medicine Hat, and between Regina and 
Edmonton via Saskatoon and North Battleford. Intermediate 
airdromes with beacon and landing lights are being installed 
in Alberta at, or near, Medicine Hat, Alderson, Brooks, Bas- 
sano, Namaka and Calgary. 

For air mail delivery in the western states, the Calgary 
post office will continue to use its present system of sending 
letters via Lethbridge to connect up with the transcontinental 
air mail at Great Falls. 

Calgary, when the service starts, will be linked up by air- 
plane with air mail service which extends throughout the world. 


GERMANY TO S. A. BY AIR 


The Deutsche Luft Hansa has completed an express flight 
from Berlin to Seville and return, the purpose of which was 
to determine the possibilities of establishing the first leg of 
the projected air service from Germany to South America, 
according to a report from Assistant Trade Commissioner A. 
Douglas Cook, Berlin, Germany. 

On this flight the Deutsche Luft Hansa employed an 
“Arado VI” equipped with a Pratt and Whitney “Hornet” motor, 
which plane, although primarily designed as a six-passenger 
traffic plane, has been adopted by the carrier for mail service. 
The “Arado VI” is constructed of steel tubing covered with 
fabric and has exceptional power reserve, enabling an increased 
safety in operation for night traffic in a single-motored plane. 

The first leg of the voyage, from Berlin to Marseilles, was 
covered in 7 hours and 10 minutes, leaving Berlin at 2:40 a. m. 
Fuel was replenished at Marseilles and the flight was continued 
at 10:35 a. m. The Pyrenees were crossed at a height of more 
than 3,000 meters near Andorra, The distance from there to 
Seville was flown principally with compass bearing, and the 
plane landed at 6:15 p. m. in Seville, after a total flying time 
of scarcely 15 hours. At 3:30 a. m. on the following day the 
return flight was started and, due to total darkness, the flight 
was carried on at an altitude of 4,000 meters, considerably 
higher than all mountain ranges to be crossed. Blind flying was 
carried out by means of the Gyrorector, compass and speed 
indicator. After a total flying time of 14 hours and 35 minutes, 
the machine landed at Tempelhof Airport, Berlin, at 7:15 p. m. 

The total distance from Berlin to Seville and return, amount- 
ing to 3,090 miles, was covered in a flying time of 29 hours and 
25 minutes, corresponding to an average speed of 105 miles per 
hour. In the first flight, which was purely for experimental 
purposes, the plane carried only advertising material. A second 
flight was made on September 24, 1929, in which German mail 
was carried to Spain. The southern trip occupied 13 hours and 
20 minutes’ flying time. The return trip also carried mail with 
a flying time of 13 hours and 5 minutes. 





COMMISSION PRACTITIONERS 


The following have been admitted to practice before the 
Commission: G. A. Alf, Denver, Colo.; Phillip W. Austin, 
Washington, D. C.; Charles Neel Bell, San Francisco, Calif.; 
Ernest Lee Billingsley, Dallas, Tex.; Henry A. Brown, Billings, 
Mont.; Lee Bagby, Cape Girardeau, Mo.; Ernest Clewe, San 
Francisco, Calif.; Anthony Frank Henry Cavell, New Orleans, 
La.; Roderick B. Cassidy, San Francisco, Calif.; R. P. “Jack” 
Carolus, Spokane, Wash.; Roy C. Davidson, Chicago, IIl.; Clayton 
C. Dorsey, Denver, Colo.; George Leslie Eastman, St. Louis, 
Mo.; John L. Fielding, San Francisco, Calif.; Raymond H. Fry- 
berger, Minneapolis, Minn.; H. W. Glensor, San Francisco, Calif. ; 
Gerald Hughes, Denver, Colo.; L. C. Jorgensen, Green Bay, Wis.; 
Edward G. Knowles, Denver, Colo.; Frank W. Matson, St. Paul, 
Minn.; John Elmer Mauerhan, San Francisco, Calif.; James A. 
Pardee, Susanville, Calif.; Fred E. Pettit, Jr., Los Angeles, 
Calif.; Harold H. Price, San Francisco, Calif.; William Thomas 
Quinn, New Orleans, La.; E. C. Richmond, Portland, Ore.; 


Walter A. Rohde, San Francisco, Calif.; Frederick J. W. Stueck, 
St. Louis, Mo.; C. H. Ware, Norfolk, Va. 
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FREIGHT TRAFFIC FIGURES 


The volume of freight traffic handled by the Class I rail- 
roads in the first nine months of 1929 amounted to 369,601,- 
678,000 net ton miles, according to reports for that period re- 
ceived by the Bureau of Railway Economics. 

This was an increase of 20,283,895,000 net ton miles, or 5.8 
per cent above the same period last year and an increase of 
12,285,490,000 net ton miles, or 3.4 per cent, above the same 
nine months’ period in 1927. 

Railroads in the Eastern district for the nine months’ pe- 
riod this year reported an increase of 8.2 per cent in the volume 
of freight traffic handled, compared with the same period in 
1928, while the Southern district reported an increase of 1.5 
per cent. The Western district reported an increase of 4.2 
per cent. 

Freight traffic in September amounted to 44,218,981,000 net 
ton miles, an increase of 427,642,000 net ton miles, or one per 
cent over the same month last year. It also was an increase 
of 1,260,273,000 net ton miles, or 2.9 per cent, above that for 
September, 1927. 

In the Eastern district there was an increase in the volume 
of freight handled of 6.2 per cent in September, 1929, compared 
with the same month in 1928, while the Southern district 
reported an increase of 2.4 per cent. The Western district 
reported a reduction of 5.5 per cent. 

The heavy freight traffic which is now being handled by 
the railroads of this country continues to be moved with less 
delay than ever before, says the bureau. 

The average speed of freight trains in September this year 
was 13.1 miles per hour, the highest average for any September 
on record, and an increase of four-tenths of a mile above that 
for September last year. 

The daily average movement per freight car in September 
was 34.3 miles, also the highest for any September on record, 
exceeding the same month last year by five-tenths of one mile, 
and the same month in 1927 by 1.7 miles. 

In computing the average daily movement per day, account 
is taken of all freight cars in service, including cars in transit, 
cars in process of being loaded and unloaded, cars undergoing 
or awaiting repairs and also cars on sidetracks for which no 
load is immediately available. 

The average load per car in September this year was 27.1 
tons, including less-than-carload-lot freight as well as carload 
freight. This was an increase of four-tenths of a ton above 
that for September, 1928, but the same as that for September, 
1927. 


RATES ON SCRAP IRON 


Intention to bring the entire freight rate structure appli- 
cable to scrap iron before the Commission in a formal complaint 
was announced in a resolution adopted by the traffic committee 
of the Institute of Scrap Iron and Steel at a recent meeting 
in New York in connection with the meeting of the national 
advisory council of that organization. The entire question of 
the scrap iron adjustment was discussed, the opinion being 
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expressed that the commodity was carrying a larger tran 
tion burden than should be required of it. It was point, > 
that, in 1928, freight rates amounted to about 15 cents 2d on 
every dollar paid for scrap iron, as against a little over rie e 
for all other commodities shipped. In particular jt wie an 
that the relative adjustment as between the rates ap i et 
to scrap as compared to those applicable to manufactured — 
was out of line. Also, the average freight revenue q ton of g 
iron last year was said to have amounted to $2.12 as a re 
$1.76 for pig iron and $1.15 for iron ore. ° Galnst 


Many inequalities in the adjustment of scra 
were said to have arisen as a result of the natur 
doing business, the result of which was the erection of Wall 
beyond which the individual dealer could not profitaply ship 
It was felt that an attack on individual rates frequently gig i 
bring the general relief desired. The following resolution hon 
adopted: ' 


P iron rates 
al process of 


Resolved, that immediate steps be taken to prepare a case bef 
the Interstate Commerce Commission, with the aim of aa 
revision of the freight rate structure on scrap iron and steel, = 
resolved further that the Institute appropriate a sufficient am = 
to cover expenses for the preparation of this case, the gathering » 
data and research work to be carried on under the direction of” he 
traffic bureau of the Institute. the 


EASTERN CLASS RATES 


Earnings of eastern railroads in the first eight months 
1929, at the request of eastern shippers, have been stipulate; 
in the record in No. 15879, the eastern class rate investigation 
The shippers made application for permission to make yse af 
the reports of revenues and expenses sent to the Commission, 
(See Traffic World, October 19, p. 963.) Commissioner Eag. 
man, in charge of the case, took up the matter with R. W. Bar. 
rett, counsel, in charge for the eastern railroads. He said the 
railroads had no objections to the use of the figures shown in 
the carrier reports to the Commission. 

The shippers assert that in the first eight months of this 
year the net railway operating income of the eastern railroads 
shows an increase of more than $69,000,000 over the correspond. 
ing period in 1928 and that the railroads are not entitled to the 
increase of about $60,000,000 which they claim the adoption 
of the Hosmer report would give them. 


RAILROAD COAL STOCKS 


Stocks of railroad coal on October 1 amounted to 6,739,000 
tons, an increase of 342,000 tons as compared with the quantity 
on hand three months ago, but considerably less than the ton- 
nage held by the railroads in other recent years, according to 
the quarterly survey just completed by the Bureau of Mines 
of the Department of Commerce. At the rate of consumption 
prevailing in the third quarter of the year the stocks held by 
the railroads on October 1 were sufficient to last 20 days. 

As of October 1, there were 751,000 tons of unbilled coal on 
wheels waiting for shipment, a decrease of 382,000 tons as 
compared with July 1, according to the survey. 








Separating Iron and Steel Scrap 


A novel way of separating steel borings and turnings from 
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iron, by turning over the pile by the aid of a crane and mag 
net, is employed in the yards of J. Kovinsky and Sous, 
Ltd., dealers in scrap and iron metals at East Windsor, 
Ont., Canada. The steel scrap, being round and curly, rolls 
down the side of the pile, while the iron chips stay wher? 
they are dropped. The picture shows the crane loading 
the Max M. Broad with approximately 2,200 tons % 
machine shop turnings for the Pickards Mather Compal), 
of Erie, Pa. , 

According to the figures given this tonnage was loaded 
into the boat in 30 hours, which the officials and crew of the 
Detroit Harbor Terminal Company considered remarkable 
time. The cost of loading the material into the boat Wé 
said to be not over 4 cents a ton. : 

The crane is equipped with a 60-foot boom, and is 
used with a 45-inch diameter magnet, for handling 500-p0 
compressed bales of busheling scrap and for handling loose 
machine shop scrap in the yard. Busheling scrap —_€ 
of tin plate strips or waste trimmings from automobile podies, 
and is compressed into small bales for convenience in hat- 
dling and shipping. ; i 

It is of interest to note that the Kovinsky yard is locatet 
between the well known Walkerville distillery and the - 
adian plant of Ford Motor Company, on the Canadian-Det™, 
River front, or, in other words, along “rum runners geod 
and that Kovinsky buys the scrap from the automobile plan 
and exports it to the United States, down the river. 
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SHIPPER OPPOSES BARGE LINE 


That glowing statements as to the benefit that would accrue 
mers in Nebraska from an extension of the government- 

rated barge line operations from Omaha to St. Louis were 
= pased on fact, was the declaration of E. P. Ryan, traffic 
as of the Chamber of Commerce of Grand Island, Neb., 
oeaking pefore the League of Women Voters, Grand Island, 
ys — his address was devoted to showing what the 
afect of the extension of the service, as planned, would be on 
aterior Nebraska. Since the government operation between 
3 Louis and New Orleans has been in existence for 11 years, 
ye held that it should constitute the yardstick on which to 
measure expectations of the results of its extension to the 
yissouri River. His opposition to the extension of the service, 
he said, was based on the results of analysis of the service 
ietween St. Louis and New Orleans, which showed that it was 
not economically desirable or profitable as a business venture. 
if taxes and interest on investment were included as a part 
vf the Mississippi operation, as they should be, he held, the 
wrvice had been conducted at a loss. But, of even greater 
importance, he said, was the fact that the records of the gov- 
smment showed there had neither been any considerable in- 
ease in industries located along the route of operation nor 
crease in population. Also, he said, there could be no de- 
‘ease in transportation charges applicable to Nebraska wheat 
as the result of extension of the service. 

It had been definitely and absolutely proved in this sea- 
wn's special reductions in rates on grain for export that the 
grand Island-Omaha rail rate remained exactly the same whether 
jirail or rail-barge transportation was applied, he said. In 
each case it cost the Hall county farmer 19% cents to get his 
vheat to Omaha. He also called attention to the fact the rail- 
wads in the territory were asking the Commission for an in- 
crease of $60,000,000 in revenue in the Western Trunk Line 
dass rate case, on the ground that their present revenue was 
insufficient to give a fair return. The result of taking tonnage 
away from the railroads and giving it to another carrier could 
have only one effect, he said, and that was to increase the rail 
rates, . 

He said that it was manifestly unfair to tax the railroads 
beavily and then take that money to establish a transportation 
line in competition with them, not taxing the government line 
o putting it under any sort of regulation, such as the rail lines 
lad to contend with. 


BARGE LINE AND SUGAR 


The Inland Waterways Corporation, operating the Missis- 
‘pp Warrior Service, has asked the Commission to deny the 
request of the Savannah Sugar Refining Corporation and of the 
Savannah and Atlanta Railway for a formal order in No. 19480, 
ltland Waterways Corporation et al. vs. A. G. S. et al. (see 
Trafic World, November 2, p. 1110.) 

The government barge line says it is significant that the 
inding of the Commission directed to joint barge-rail rates on 
‘gar stored free at Birmingport was intended only to fix the 
taximum rate in which the rail carriers defendant might be 
‘quired to join, and that no finding is made or implied as to 
‘minimum rate. As a matter of fact, if made, such a finding 
"ould have been beyond the Commission’s jurisdiction because 
the Commission’s power to prescribe a minimum rate does not 
‘tend to joint water-and-rail rates, according to the barge line. 
The barge line contends that the Savannah company has made 
‘accurate statements of the effect of the Commission’s find- 
— has misconceived what was the finding of the Com- 
‘Tn 80 far as rail carriers are concerned,” says the barge 
line, ‘the finding is mandatory only as to the maximum rates 
Vhich May be charged. Consequently, even if the Commission 
"ere to put its findings in the form of an order, nothing in 
“ich an order would prevent the barge line and its rail con- 
*cllons from establishing joint barge-and-rail rates which would 
smn the storage in transit of sugar at Birmingport under 
tame and for the charges specified in complainant’s tran- 
ni The Point is also made by the barge line that the Com- 
‘son's findings in No. 19480 have not, in any respect, as yet 
+t effective, because that case had as rail defendants 

* only the Southern Railway System lines, and because 


to far’ 








of the much broader set of findings in Ex Parte 96, 153 I. C. C. 
129, rates were being checked out under Ex Parte 96 rather 
than under No. 19480. 

The barge line then takes up “this transit on sugar on its 
merits.” Dealing with the value of service, it says, the experi- 
ence of years teaches “us that no shipper has ever tendered 
traffic to the barge line where total transportation cost is equiv- 
alent to or in excess of the total cost by rail.” 

The principal reasons for lower-than-rail rates by barge, 
according to the barge line, are: 


1. Slower total service; twenty to thirty days by barge as com- 
pared with forty-eight hours by rail. 

2. Less frequent forwardings; no more than two per week by 
barge as compared with several daily by rail. 

3. Shipments of single carloads may be forwarded by rail as com- 
pared with minimum barge loads by water. 

4. There is a little likelihood of damage to the freight when moved 
all-rail since it is loaded by shipper in the same car which carries 
the sugar without transfer to final destination. By barge the op- 
portunity for damage is always present, resulting in claims for water 
damage, etc. 

5. Numerous handlings of the packages by barge compared with 
transportation from factory to receiver in the same car. The several 
transfers involved via a barge route obviously lessen life of the con- 
tainer, damage and soil the packages and not infrequently cause 
breakage that results in loss of the sugar. Value of the barge serv- 
ice in this respect can never be equal to that by rail. 

6. Interest on value of the freight in transit by rail is practically 
nothing. By barge the total time consumed as contrasted with all- 
rail service is from twenty to thirty days longer, thus the freight is 
subject to an additional interest expense ranging from two to three 
and a half cents per hundred pounds. 

When shipments move barge-and-rail merely, the storage of the 
goods in transit at point of interchange between the water-and-rail 
service will not eliminate a single one of the foregoing handicaps. 


The barge line says that even if the Commission had 
power to prescribe a minimum barge-rail-rate on sugar stored 
in transit it would be most inappropriate to take such action 
upon the present record. It says that furthermore, if the mat- 
ter is ever presented to the Commission in a complete record, 
“we are confident of our ability to establish the usual differ- 
ential, both from a cost and a value of service standpoint, on 
sugar stored in transit.” 


ASHBURN ON BARGE OPERATIONS 


Difficulties confronted by the Inland Waterways Corporation 
in conducting the government’s barge line business on the Mis- 
sissippi and Warrior rivers were touched on by Maj. Gen. T. 
Q. Ashburn, chairman of the board and executive of the corpora- 
tion, in an address November 12 before the Mississippi Valley 
Association at St. Louis, Mo. 

After referring to President Hoover’s waterway address at 
Louisville and setting forth that Congress had created the cor- 
poration to carry on a demonstration in barge line transportation 
in order that the wisdom of expenditures for waterways improve- 
ments might be judged, General Ashburn said one of the essen- 
tial conditions for successful common-carrier operation on the 
waterways was suitable navigable streams, with as nearly all- 
year-round available right-of-way as possible. On that phase of 
the waterway problem he said: 


The upper Mississippi has never had a completed 6-foot channel, 
it is not yet a suitable navigable stream, it can only be operated on 
for 8 months of the year, and yet commerce upon it has increased in 
a wonderfully satisfactory manner to those who know the difficulty of 
rehabilitating water transportation. 

The lower Mississippi, extending from St. Louis to New Orleans, 
is financially handicapped by the fact that the portion between St. 
Louis and Cairo, 190 miles, is closed to navigation about three months 
every year. The shipper, however, does not feel this handicap, because 
of arrangements whereby freight consigned through St. Louis during 
that closed period moves through Cairo at the same rate to the 
shipper, the Barge Line absorbing the cost of rail transportation from 
St. Louis to Cairo. 

Nevertheless, this portion of our lines has shown a consistent 
improvement in tonnage carried, and accruing revenue, except during 
two periods of excessive low water, in 1922 and 1929. It would have 
shown a vast improvement in both in 1929, as it did, and is doing 
during the months when the river was thoroughly navigable at project 
depths, had it not happened to be an exceptionally dry season, the 
lowest water on record in our experience. In 1922 the barge line 
ceased to function. In 1929 it functioned at 60 per cent of its ormal, 
in spite of worse conditions than existed in 1922. Improved methods 
of operation, improved channels, and improved cooperation on the part 
of the U. S. Engineers was responsible for this. 

The Warrior River, approximately 440 miles in length, extending 
from Mobile to Birmingport, is a completely canalized stream, with 
dependable all-year-round navigable depth of 7 feet. It has carrie 
commercially more freight each year, but our corporation has lost a 
large amount of it, although it has gradually worked upward again. 
The principal reason for this has been that the Tennessee Coal, 
Iron and Railroad Company, one of the largest subsidiaries of the 
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United States Steel Corporation, has established its own water trans- 
portation system, and is now carrying its own steel, manganese ore 
and sulphur, formerly carried by us. 


General Ashburn said another essential condition was suit- 
able boats adapted for that particular stream on which a line was 
to be established. He outlined plans of the corporation to pro- 
vide the proper type of equipment for the upper Mississippi, the 
Missouri River, and the Illinois-Chicago rivers. Said he: 


All new barges are designed to operate either upon a 6 or 9 foot 
channel, so that when the Missouri is opened to Kansas City, the 
Illinois-Chicago Rivers to the lake, a cargo can be loaded at Kansas 
City, the Twin Cities, or Chicago, destined for New Orleans, and be 
carried through without break of bulk, and vice versa. One great 
advantage enjoyed by the railroads in transportation is that a shipper 
may put his freight in any car, destined for any city, and that car 
will go through to destination without change. We will never be able 
to offset this advantage where we interchange with the railroads, 
where freight must be taken out of a car and transferred to barge, 
or vice versa, a costly operation, but we can, and have, overcome 
the difficulty hitherto existing in transferring from small barges 
to large barges, where the carriage is all water. 


Establishment of suitable and standard terminals was 
another essential condition, said he. 


Barge Line Can’t Fix Export Prices 


In discussing charges on grain shipments, the general as- 
serted that “this corporation of ours, effective as it may be in 
reducing the price of transportation, cannot fix the price at 
which grain will move for export,” and added: 

Competitive world market conditions fix this movement, and when 
the outside supply is greater than the world’s demand, our grain will 
stay in our elevators, regardless of the price of transportation. Some 
time this summer our rates were radically reduced on grain, to market 
our surplus, so were the rail rates, and the result was that, while 
grain moved to the seaboard and filled the elevators there, a large 
quantity, if not more than half, still remains. 


While this condition existed, where the supply exceeded the 
demand, I was told by one of the greatest grain dealers of the west: 
“General, if the barge line would move grain for nothing from St. 
Louis to New Orleans, I wouldn’t move a bushel from my elevators.”’ 


This condition of a surplusage of grain, and its consequent immo- 
bility, has led us to the conclusion that to base the success of our 
corporation upon a constant flow of export grain to be handled by 
the barge line is a serious error. There is, however, a great and 
increasing opportunity as the lines expand, for the barge line to be 
a factor in the distribution of domestic grain, something it has not 
heretofore handled, because of lack of facilities. 


Some place, or several places, St. Louis or south, there should be 
erected elevators capable of handling grain from barges to rail, from 
barges to mills, to grading plants, ete., where grain can be mixed 
and distributed, milled and distributed, or sent inland for mixing, 
milling and distribution. 

This association can perform no greater service to the farmer, 
or add more to the success of the barge line than by bending its 
efforts towards the creation of such facilities. Under its charter the 
barge line itself cannot construct and operate such facilities, and 
there are no such facilities between the Twin Cities and New Orleans. 
There ought to be such facilities located on the river, and I know 
of no one particular project which would more quickly afford some 
farm relief, and at the same time prove the economic soundness of the 
program laid down by the president. 


Appeal for Use of Barge Line 


The fourth essential to the success of a common carrier is balanced 
freight, and by this I mean not alone bulk and low grade commodities, 
but higher priced carload, or less than carload, and freight in both 
directions. 

We have highly organized, efficient, and dependable operation from 
Minneapolis to New Orleans, New Orleans to Mobile, and Mobile to 
Birmingham, satisfactory rates, and yet at no time have our present 
transportation facilities been continuously taxed beyond capacity. 
When grain and cotton moved simultaneously on the lower river, 
when terminal facilities were inadequate, when low water interfered, 
we have been taxed beyond our limit, and Congress has willingly 
voted money for more equipment, and it has been built; for further 
extensions, and they will be made, but to prove the economic sound- 
ness of any new project, we must prove the economic soundness of 
the operations we are now conducting, or about to undertake. 

Economic soundness of a program is not proven by a mass of 
figures of potential freight that might move, but don’t, but by the 
actual steady flow of freight that gives a living revenue to the barge 
line, and to its connecting rail carriers. To the shippers throughout 
this broad territory served by our corporation, I make this plea: 
Use the facilities offered to their limit: recognize the fact that con- 
ditions are not ideal, bear with the inconvenience of low water, show 
the president, the secretary of war, and Congress that you not only 
want action in regard to navigable rivers, but that you propose to 
utilize them when they are furnished. 

Did the public abandon their use of the railroads of the south 
when floods put them out of commission, and they and public turned to 
our boats and our terminals as God sends? They acknowledged that 
as a cataclysm, but they didn’t lose faith in the railroads, nor did 
they hold them responsible for the floods, but the public does gen- 
erally hold the Inland Waterways Corporation, its own agent created 
for the purpose of demonstrating and pioneering on our rivers, re- 
sponsible for low water which prevents us from living up to our 
schedule. 

The truth of the matter is that our operations are conducted on 
incompleted projects, except the Warrior, that we are gradually but 
surely overcoming every difficulty we meet, and that these difficulties 
will be largely dissipated with the flood control and channelization 
projects now under way. 


Referring to the creation of the Inland Waterways Cor- 
- poration in 1924, he said: 


The results of this business administration of the operation of our 
transportation facilities should be judged from the time a business 
organization became effective and not be handicapped by a lot of 
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war time costs or losses incurred during its operations 

ditions which would inevitably have led to proof of faiee Con. 
whole vast project of creating navigable waterways Ure of the 
take the billions of dollars squandered and dissipated jn Pring should 
construction of our railroads, before they reached the highly « Origina 
and efficient state in which they now operate, I Y Organizes 


a 
total would be of a magnitude to make our total waterway that such 


tion negligible. But as the two black crows say: “Wh 4pproprig 
up now?” Ting th 
The most essential condition for the success of 4 comm 

On 


carrier by water, according to General Ashburn, js hearty 
operation between rail lines and water lines, free interch, “ 
of freight between rail and water, with a division of acenm 
revenue for a joint haul such that both rail and water lin 
may receive a living revenue. ies 
“What we are steadily working forward to is a 
of joint rates giving to every one in the interior the Same gar 
ings in cents per hundred pounds freight carried, ag jg sane 
by those cities or communities fortunately located on a a 
‘right of way,’” said he. “Until the rate structure of the Unite 
States is so adjusted, the people who have been taxed to cre i 
these navigable streams will continue to suffer under widely 
divergent freight rates.” “ 


Replies to Aishton 


Taking up points made by R. H. Aishton, president of the 
American Railway Association, in a recent address at St. Louis 
General Ashburn, in part, said: . 


Structure 


_ I have before me as I write, an article from Railroad Data cop 
taining excerpts of an address before the Associated Traffic Clubs ¢f 
America, by Mr. R. H. Aishton, its president (sic), pleading for what 
Mr. Aishton calls “even handed justice.” It may amuse you to knoy 
that because of the similarity of the names of Aishton and Ashbum 
and probably because I had been invited to address the Associated 
Traffic Clubs, I have received severe condemnation for the views 
expressed by Mr. Aishton, in which I certainly do not concur, i 

Mr. Aishton objects to three things particularly: 

“The rail carriers are opposed in principle to the governmen: 
entering into a competitive transportation operation with them.’ 
_ che government is not embarked upon a competitive transporta- 
tion operation with the railroads, but it is embarked upon a pioneering 
demonstrating operation, to determine whether it is possible to over. 
come the conditions which stifled water transportation, to make 
possible for private enterprise to engage in such business, with a 
reasonable chance of being self-sustaining. That it has been success. 
ful in such demonstration is evidenced by the wide activities of 
private capital in creating new lines upon the streams on which the 
corporation has operated. That it has not embarked wnon a com- 
petitive operation is evidenced by the fact that joint rail-water rates 
automatically adjust themselves to changes in rail rates, and by the 
fact that we have refused to lower water rates in at least one of our 
most important controversies to meet what 
unwarranted and indefensible slashes by rail. 

His second objection is: 

“The rail carriers are also opposed to being subjected to a con- 
petition wherein the competitor is relieved from important items of 
operating costs, which the rail carriers and every other private en- 
terprise must meet out of revenue.” 

The Inland Waterways Corporation meets every important item 
of operating costs which any other carrier by water would meet, or 
which are met by railroad owned waterway carriers. It is a matter 
of long continued public policy that our waterways should be toll-free, 
and an attempt to saddle costs upon an operating agency, either 
private or governmental, upon our waterways, because they utilize 
what the public has created for them to use to furnish cheap trans- 
portation, is only an attempt to prove, by burdening them with costs 
which do not exist, or which would exist whether the operation was 
in effect or not, that what has been accomplished cannot be 
accomplished. 

It is obvious that, if the’ government has spent all the vast sums 
which have been expended, for the creation of free water “rights 
of way,” and then taxes or otherwise hampers the users of such 
“rights of way’’ so that they cannot compete with quasi-public instl- 
tutions, such as railways, in furnishing transportation, then the 
original policy, followed through all the years of our history, has 
been a colossal mistake. 


Rail-Water Divisions 


Mr. Aishton’s third objection, bearing on its face the appearance 
of absolute sincerity, is as follows: 

“The rail carriers, finally, object to the method of making rates by 
the government barge line operation. ‘There is, for example, 2 ¢! 
per cent reduction from the corresponding rail rate given the shippe! 
by the barge line. That is well and good if the barge line absoris 
all of this differential in rate, but when it seeks and obtains oes 
division of rates as will compel the rail carriers interchanging os “ 
with it to absorb a part of that differential, it becomes an unlar 
situation.” - 

I do not pose as a rate expert, or as a division expert, and T hav’ 
observed that that rate expert or division expert who can get hat 
money for his own railroad out of certain rates or divisions 15, by th 
railroad, considered an expert, ne plus ultra. ‘ slroads 

There has no yard stick ever yet been devised by which ra‘t 
in any quantity divide accruing revenue; such division 1s 4 matte ine 
barter, and the stronger railroad invariably gets 4 larger pre 
portion. ‘ " tink: 

What we contend is that by the opening of a water link or _~ 
in our transportation system, there has been superimposed a ena 
existing rail system a situation analogous to that which woul om 
from a new grouping of rail lines, caused by the creation © dled 
and independent rail lines, and that the situation must be hana 
accordingly. . . hat whet 

For the information of the uninformed I may state tia’ ti. 
two or more railways operate on a joint-rate basis they peg oe 
total charge as may be determined between them in what arene pro: 
“division sheets.” With these the public is not familiar. obtails 
portions of the through rate which each participating railroad in the 
should represent the cost of the service which it performs pro- 
joint undertaking plus a proportionate profit. Some times wentlY 
portions are arrived at on a mileage basis but this is not frequen 
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If one is to judge the matter by the various cases now 
she case. fore the Interstate Commerce Commission in which the 
pendin sheets now prevailing are being attacked by one set of 
dirision against another, he may come to the conclusion that the 
ailroa who, in earlier days, had a large amount of freight to dis- 
ral _. connecting lines, required the needy ones to yield a much 
wir proportion of the through rate than any logical or fair division 
arge <a 
yould Justify: formation of all concerned I desire to point out that 

4 * Federal Barge Line is contending for is that any through 
a tet rate be divided in a manner which will fairly represent 
ral Wevice performed, giving each carrier a living revenue. If this 
ober pe done, then such joint rail-water rates should not be 


pomulgatee pression that ultimately all rates and divisions between 


i] ines, between _water and rail lines, will be adjusted on this fair 
mic principle. If this is not a fair method of division, we are 
— ctly willing to abide by the decisions of the Commission, which, 
= announcing as a basic principle that rail lines should receive 


" rail earnings, have seven or eight times held that the application 
v auch a rule should be based upon the primary assumption that such 


*) earnings fairly represent the service performed, and that the 
vege line should have a fair return for its service performed. 


Hoch Discusses Rates 


The government may spend millions of dollars on river 
channels and river terminals, but unless the physical equip- 
nent is supported by “an adequate freight rate structure the 
shole river program will fail,” according to Representative 
Hoch, of Kansas. 

“I mean, of course,” continued he in an address before the 
\ississippi Valley Association at St. Louis, November 11, “joint 
nil and water rates which tie the railroads and the rivers to- 
vther in a common rate structure extending far back into the 
interior country, away from the rivers. To treat the rivers 
33a sort of transportation stepchild will not solve the problem. 
The boats cannot live on port-to-port traffic alone. And, even 
if they could, the country away from the rivers would not be 
greatly interested in the project. Speaking for the folks who 
live away from the rivers our primary interest in this 
river development is based entirely on the belief that the ben- 
efits of cheaper water traffic can be brought out to us. And 
wless it is to be reflected in our freight bills, we are not deeply 
concerned.” 

Mr. Hoch reflected discouragement with respect to establish- 
ment of joint rail-and-barge rates. 

“It looks like the same old story,’ said he. “In the old 
days the railroads helped to put the boats out of business by 
making cutthroat rates where they paralleled the river, and then 
recouping their losses by hiking their rates in the interior. 
Such was the beautiful system by which they made their interior 
country finance their campaign of destruction.” 

The speaker referred to the efforts that had been made to 
work out rates as contemplated by the Denison act and then 
appealed to the railroads to abandon “every method of obstruc- 
tion,” and to “give us some sympathetic, honest-to-goodness co- 
operation in this matter.’ 

Mr. Hoch, after reiterating remarks made heretofore by him 
that no sane or fair man would cripple the railroads, urged the 
tailroads to help the middle west in solving its transportation 
problems by co-operating in the movement for inland waterway 
improvement. 


RAIL-BARGE-RAIL RATES 


The Inland Waterways Corporation, operating the Mis- 
‘ssippi-Warrior government barge line service, has asked the 
Commission to modify its decision in Ex Parte 96, 156 I. C. C. 
lil, by removing the formula it laid down for the making of 
rail-barge-rail rates. The barge line has asked the Commission 
lot merely to modify its decision in the manner indicated but 
has asked it to prescribe rail-barge-rail rates between a delim- 
ited group in the north and east on the one hand and a delim- 
ited group in the southwest on the other differentially under the 
‘orresponding all-rail rates on the basis of a factor in the joint 
ail-barge-rail rates equal to 80 per cent of the lowest all-rail 
rate between barge line ports. That basis is commonly called 
om 20 per cent basis. The formula provided a basis of factors 
re and twenty per cent under the port to port all-rail rates. 
€ shrunken factor is supposed to represent the saving made 
possible in the whole rate by the use of the barge line as a sub- 

situte for the railroad between river ports. 
ro a support of its petition for a supplemental order the 
a ine declares that use of the Commission’s formula would 
nema impractical results. It referred to what it deemed many 
jaan nations and wholesale disruption of relationships be- 
oa Te anition and competitors in the same line of business, 

ell as between competing rail carriers. 
-.., the various adjustments of all-rail rates certain com- 
ran Mae community relationships have become fixed and 
interest of by the Commission and carriers as proper in the 
‘Great fo trade and commercial conditions,” says the petition. 
i ae are has been exercised to preserve these relationships 
ny years. Any readjustment of rail-barge-rail 
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rates should reflect the same relationships as exist between all- 
rail rates, as far as possible, and if rail-barge-rail rates are 
established to and from any given points all competing points 
should be accorded similar rates.” 

The barge line said that at the beginning of the operation 
of the Mississippi-Warrior Service the adoption of a rate basis 
was of great importance. It said that the probable cost of 
service of a fully equipped line could be but roughly conjectured. 
It asserted that there formerly had been packet service, “but 
it was eliminated and had little in common with the proposed 
barge operation.” The barge line said that the former barge 
lines offered few precedents, for they had never been common 
carriers in any large sense, but rather adjuncts of the business 
of large grain dealers and exporters, operating under very dif- 
ferent conditions of channel and terminals. 

“It was realized,” says the petition, “that the Mississippi- 
Warrior Service must be an integral part of the general trans- 
portation system of the whole country. It was clear that it 
must depend largely on through traffic joint with rail carriers. 

“It was realized that the service of the Mississippi-Warrior 
Service should be tendered in the interest of the public gen- 
erally. The management, therefore, sought to establish a basis 
of rates which would permit the broadest possible use of the 
service at a basis of rates which would as far as humanly 
possbile distribute its expected economies equitably and without 
unjust discrimination.” 

Under such conditions of few precedents, the petition points 
out, the Director-General of Railroads announced the 20 per 
cent under basis which had been in effect on the St. Louis- 
Kansas City line on the Missouri River and the Inland Naviga- 
tion Co., which had operated for a short period on the Mis- 
sissippi between St. Louis and New Orleans. Those lines had 
rates 80 per cent of the corresponding all-rail rates. 

The barge line said that differentials made on the desired 
basis might be too high in some cases and too low in others, but 
that that was the basis that had been employed on large vol- 
umes of traffic for many years and that no one had found any 
serious fault with the basis of differentials, The differentials 
are supposed to reflect the difference in cost as between all-rail 
and rail-barge-rail or rail-water-rail services. 

“To compile necessary data to prove whether or not the 
differentials on the 20 per cent basis accurately reflect the 
proper difference in the cost and value of all-rail vs. differential 
service is practically impossible,” says the barge line petition. 
. . . “Any varying differential would undoubtedly disrupt ex- 
isting relationships and . . Cause many discriminations, 
while the standard 20 per cent differential basis, which has been 
used in the past will not produce these objectionable results. 


Throughout the long petition the barge line proceeds upon 
the assumption that barge line service is in the interest of the 
public and that the railroads destroyed the service on the inland 
waterways. 

“The railroads so framed their policy,” says the petition, 
“that no joint relations of any public value were maintained 
between the railroads and the steamboat lines on the Mississippi 
and its tributaries or the rivers of the southeast. Generally 
speaking, joint rates, through bills of lading and extensive in- 
terchange relations between the railroads and the steamboats 
of that day (in the 80’s) were unknown. The public of the 
interior knew only the railroads. . . . The time came when 
the older barge and steamboat projects which railroad men are 
wont to speak of as having died a natural death were ruthlessly 
put out of business by the dominating influence of the railroads, 

“This passing out of the national transportation scheme 
of the inland waterways has had but one result, i. e., an ad- 
vance in the aggregate cost of transportation to the shipping 
public,” declares the barge line corporation, speaking through 
W. M. Hough, its traffic manager. 


Application of the 20 per cent basis is proposed between 
all of Central Freight Association territory, all of Illinois and 
Wisconsin, the eastern half of Iowa and Minnesota, the northern 
half of West Virginia and a part of Kentucky, plus a small 
corner in western Maryland and part of eastern trunk line 
territory as far east as Johnstown, Pa., but not east of Buffalo 
in the north and east, and all of Texas except the Panhandle, 
all of western Louisiana, including east-bank Mississippi River 
points and a little corner of Arkansas in the southwest as 
shown by a map filed as an exhibit. 


“Petitioner respectfully urges,’ says Hough in his conclu- 
sion, “that the establishment of rail-barge-rail rates between 
the territories outlined in exhibit No. 1 (the map) via the routes 
and constructed on the differentials proposed herein will fill 
a great public need, in substantial accord with the intent of the 
law, and to the satisfaction of shippers and carriers affected 
thereby, and will also tend to place this experiment in barge 
line operation in a position where its true value to the public 
can be demonstrated. Unless the barge line is placed in such 
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a position the experiment will not be a true one and cannot 
thoroughly be tried.” 

The reason alleged for the modification is the conviction 
of the barge line, after several months of investigation, that 
the manner of determining reasonable rail-barge-rail routes 
and rates is by individual handling of the particular situations. 
Therefore it said it made the request contained in the petition. 
It asserted that seldom was a fixed formula observed in de- 
termining the application of origin or destination territory in 
connection with all-rail or joint differential rates, but that, on 
the contrary, location of the carriers, direction of the routes, 
service afforded and other practical conditions were used to 
select their participation in joint rates. 

The proposal is to have rail-barge-rail rates betweerf the 
territories described apply via carriers forming practical work- 
ing routes nortth or east of St. Louis, Mo., East St. Louis or 
Cairo, Ill., and the barge line between those ports of interchange 
and Baton Rouge or New Orleans, La., to and from points in 
Louisiana and Texas on and south of the Missouri Pacific and 
Southern Pacific systems from Baton Rétuge to El Paso, Tex.; 
and Vicksburg, Miss., to and from north of the line of the Mis- 
souri Pacific and Southern Pacific systems, 


MORE MONEY FOR WATERWAYS 

President Hoover has announced that the preliminary budget 
estimates for appropriations for the fiscal year ending June 30, 
1931, include approximately $10,000,000 additional for river and 
harbor work and flood control work. In addition there will be 
available for waterway improvement from $4,000,000 to $5,000,- 
000 that was unexpended on the Ohio River project, making 
a total addition of around $15,000,000. 

Of the $10,000,000 additional for rivers and harbors and 
flood control work, $5,000,000 is to be for rivers and harbors. 
These amounts are referred to as additions in that they exceed 
the existing appropriations in the amounts set forth. 


RAIL AND BARGE COOPERATION 


(By the committee on public relations of the eastern railroads.) 

Recent addresses of the President and the Secretary of War 
in connection with celebrations attending the opening of the 
completed lock system of the Ohio River from Pittsburgh to 
Cairo, have urged cooperation of the rail carriers with barge 
lines on the Ohio and Mississippi rivers in the establishment 
of arrangements for joint rates and through handling of freight. 

Conferences between representatives of the eastern terri- 
tory railroads: and the American Barge Line Company, oper- 
ating on the Ohio and Mississippi rivers, have been held, be- 
ginning early in the year, as the result of which an agreement 
in principle has been reached and the railroads have authorized 
committees to work out details. 

In this agreement there is definite recognition of the prin- 
ciples to govern the establishment of through rates and divisions, 
differentials, interchange of traffic, per diem, demurrage, biils 
of lading, tariffs and other matters of joint interest, as well 
as provision for the appointment of committees of railroad 
officers to deal with barge line officials in matters of joint 
interest. 

Another carrier on the inland waterways, the Mississippi 
Valley Barge Line Company, has applied to the Interstate Com- 
merce Commission for a certificate of public convenience and 
necessity. The eastern railroads have no doubt but that an 
agreement will be promptly reached with this company also, 
along lines reasonably protective of the interests and rights of 
both the water carrier and the railroads. 

The possibility of such understandings rests on the willing- 
ness of each negotiating party to recognize the reasonable rights 
of the other and to negotiate the various questions openly and 
with due appreciation of the obligation of both parties to carry 
out commitments reached during the progress of negotiations. 


TEXAS PORT DIFFERENTIALS 


The Trafic World Washington Bureau 


New Orleans and Galveston interests clashed in arguments, 
made to the entire Commission, in No. 12798, Galveston Com- 
mercial Association vs. Gulf, Colorado & Santa Fe et al.; No. 
20685, Cooper Grocer Co. et al. vs. A. & N. et al., and fourth 
section application No. 13271, about import, export and Ccoast- 
wise rates on seventeen groups of commodities in which the 
primary question was as to whether the Commission should 
extend the order to remove undue prejudice against Galveston 
and other Texas ports to cover the Texas & Pacific and against 
that part of the Louisiana & Arkansas that was once the Lou- 
isiana Railway & Navigation Co. of Texas. These arguments 
were on the record made on further hearing as to what should 
be done in respect of traffic from and to Texas territory from 
and to which Galveston takes a differential under New Orleans 
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and Texas ports from and to points on railroa 
Texas & Pacific. 48 other than the 

In the original report the Texas & Pacific wag ex 
from the order to remove undue prejudice against io 
ports and undue preference for the Louisiana Ports 9 exag 
ground that it could not, by its own act, remove age the 
prejudice and preference. In a proposed report, on further hee 
ing, Examiner Koch recommended a complete reversaj eu 
third section principle laid down in the Ashland Fire Brick 
22 1. C. C. 115, and 26 I. C. C. 195. In the course of the @ 
ments Texas interests claimed that that case had been deta 
reversed in Duluth Chamber of Commerce vs. C. g& n Won 
I. C. C. 156. Broadly speaking, the Louisiana interests co 
tended that an order to remove undue prejudice would jot 
against a carrier unless that carrier had the power, in and : 
itself, to change the rates that had been found unduly ma 
dicial and preferential, and that in this instance the Texas 
Pacific could not do so. The Texans claimed that participation 
in the hauling of traffic to a preferred point made it possibie 
for the Commission to order the removal of prejudice. : 

Arguments were made for the title complainant by Z H 
Thornton and for the Cooper Grocer Company by L. M. Shep. 
ardson. Others who supported the Texas contention were R ¢ 
Fulbright, Houston Chamber of Commerce; R. S. Outlaw, Santa 
Fe and other lines serving the Texas ports; and Jack Blalock 
the Texas commission. The Louisiana interests were repre. 
sented by Luther M. Walter and Nuel D. Belnap, the New ¢y. 
leans Joint Traffic Bureau; A. L. Burford, Louisiana Rajlway 
& Navigation Co. of Texas; Robert Thompson and T. J. Fre. 
man, Texas & Pacific. 


RIVERS AND HARBORS CONGRESS 


A preliminary list of speakers at the twenty-fifth conven. 
tion of the National Rivers and Harbors Congress to be heli 
in Washington December 10 and 11 has been made public by 
the congress as follows: 


James W. Good secretary of war, ‘“‘The Waterway Program.” 

S. Wallace Dempsey, chairman, committee on rivers and harbors 
“Our National Waterway _—. Past, Present and Future.” 

Maj. Gen. Lytle Brown, chief of engineers, U. S. army, “Doing 
the Work on Waterways.”’ 

Symposium, “Linking the Lakes With the Ocean:” Thomas J 
Walsh, U. S. senator from Montana, ‘“‘The St. Lawrence Route;” Royal 
S. Copeland, U. S. senator from New York, ‘‘The Hudson River Route;” 
William E. Hull, member of Congress from Illinois, ‘‘The Lakes-to- 
the-Gulf Route’; Grant M. Hudson, member of Congress from Mich- 
igan, ‘‘An Essential Proviso.” 

Samuel M. Shortridge, uo. & 
Coast Rivers and Harbors.”’ 

George H. Moses, U. S. senator from New Hampshire, ‘The At- 
lantic Inland Waterway.” 

Tom Connally, U. S. senator from Texas, ‘‘The Intracoastal Canal.” 

Joseph T. Robinson, U. S. senator from Arkansas, “Flood Con- 
trol on Mississippi Tributaries.’’ 

Philip D. Swing, member of Congress from California, ‘Control- 
ling the Colorado.”’ 

Frederic M. Sackett, U. S. senator from Kentucky, “The Future 
of Ohio River Commerce.”’ : 

Smith M. Brookhart, U. S. senator from Iowa, ‘Missouri and Upper 
Mississippi Rivers.’’ 


senator from California, ‘Pacific 


CUSTOMS AND PORTS 

President Hoover has designated F. X. A. Eble, commis 
sioner of customs, and H. B. Walker, president of the American 
Steamship Owners’ Association, as delegates to the Pan Amer: 
can Commission on Customs Procedure and Port Formalities, 
which will convene at the Pan American Union in Washingto. 
on November 18. 

This commission is called pursuant to a resolution of the 
Sixth International Conference of American States adopted 
at the Plenary Session of February 15, 1928, which reads 4 
follows: 
an Union 


sentation 
te which 


To recommend to the governing board of the Pan Americ 
that it convene a meeting of technical experts who, in repre 
of their respective governments, and in the place and da 
the board may determine, shall study: ‘ io: 

(a) The most effective methods for the establishment of steam 
ship lines connecting the countries of America. i- 
“ (b) The methods or means of eliminating unnecessary port form 
ies. 


In accordance with the terms of this resolution, the chal 
man of the governing board of the Pan American Union issued 
invitations to the governments, members of the Pan Americal 
Union, to appoint two delegates each to represent them “ 
the commission; one a specialist in customs procedure 42 
the other a specialist in port formalities. 


PANAMA CANAL TOLLS - 

Five hundred and sixty-four commercial vessels transite 

the Panama Canal in October and paid tolls of $2,485,897, © 

compared with 557 vessels and tolls of $2,274,945 in Octove 
1928, according to the War Department. 
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CONNOR TO QUIT AS FLEET HEAD 


The Trafic World Washington Bureau 


tT, V. O’Connor, who has been occupying the positions of 
»airman of the Shipping Board and president of the Merchant 
sleet Corporation, the board’s merchant fleet business agency, 
as decided to retire as president of the corporation, but will 
watinue as chairman of the board. It is understood he has 
jiscussed the matter with President Hoover. Whether or not 
ge President has made or will make a “recommendation” with 
spect to filling the presidency of the Fleet Corporation is 
not jnown. Under the law, the President has no authority with 
respect to selection of a president of the Fleet Corporation but, 
the past, the question of who should be president has been 
ensidered at the White House. J. Caldwell Jenkins and E. A. 
Kelly, vice-presidents of the Fleet Corporation, have been men- 
joned as possible successors to President O’Connor. The Presi- 
jent, under the merchant marine act of 1920, names the chair- 
nan of the Shipping Board. 

It is understood that J. R. Gordon, a shipping man, who has 
yen identified with the Union Sulphur Company, has been sug- 
wsted for the presidency of the Fleet Corporation. Z. D. Mc- 


Kinley, of the Mobile (Ala.) Chamber of Commerce, in a telegram 
ent to the White House, urged that Mr. Jenkins, vice-president 
of the Fleet Corporation, be considered for the place. 


FULL CARGO SHIP RATES LOWER 


The Trafic World New York Bureau 


Traffic in the full cargo markets the last week has continued 
pactically on a “distress” basis, with little or no business ex- 
ept on regular liners. Most of the grain now being shipped 
fr export is being handled on a parcel basis on berth vessels, 
a shippers find it unnecessary to charter entire ships. The 
prevailing berth rate from Montreal to the continent is eight 
cents per 100 pounds, which is below the figure at which ship- 
omners can afford to charter their vessels. Many owners are 
tansferring their ships from the St. Lawrence to New York in 
tallast in the hope of getting somewhat better prices here. 
With the close of navigation on the St. Lawrence now less than 
three weeks away, hope has practically been abandoned of a 
rvival in export traffic during the current season. 

Rates on full cargoes continue subject to negotiations at 
kvels below those prevailing last week, despite the fact that 
lst week’s figures were considered to be the bottom for the 
present. 

Slight activity is reported in the coal trades, with several 
frtures at $3.35 to $3.25 a ton from Hampton Roads to the 
liver Plate and Rio de Janiero. Further business probably 
ould be closed to West Italy at $2.25 a ton. 

The Cuban sugar trade shows little signs of activity. 


Withdraw From Conference 

Funch, Edye & Co. and Norton, Lilly & Co., agents for the 
Blue Flunnel and Ellerman & Bucknall Lines, respectively, noti- 
ied shippers that, effective February 7, they will withdraw 
fom the Far East Conference and will quote their own rates 
Mrequest. This action came after a meeting lasting six hours, 
thich was attended by representatives of the fifteen lines mak- 
ig up the conference. No reasons were given for the move. 
Should these two companies resign, it is believed the con- 
“ence may dissolve and that a disastrous rate war will re- 
‘ul, asmuch as two prominent companies will be on the out- 
tide, However, it is hoped that the questions which have led 
0 to this threatened action will be settled and that the various 
‘tes Will compromise rather than see a rate war develop. 
The following companies are included in the Far East Con- 
erece; Bank Barber, Blue Flunnel, Dollar, Ellerman & Buck- 
ull, Fern, Alfred Holt, Kerr, “K,” N. Y. K. O. S. K., Prince, 
ampa-Interocean and Roosevelt Lines. 
:' Announcement is made by Robert C. Thackara, chairman 
a the United States Intercostal Lumber Conference, that the 
= tate on eastbound intercoastal lumber shipments will con- 
a throughout January. The rate has been open since July 
Poe to that time a rate of $14 per $1,000 feet had been 
feet Since then it has fluctuated between $8 and $10. 
Northentition is attributed to overproduction of lumber in the 

on and slackened demand on the Atlantic Coast. 
tr hePletion of arrangements between Poland and Rumania 

€ reintroduction of a graduated scale of combined rail and 


ship through freights from and to Levant has aroused much 
interest in the German seaports trading with the Levant and 
shippers specially concerned with this branch of trade are re- 
doubling their efforts for the revival of a similar system of 
through freights between Germany and the Levant. German 
railroads and shipping companies are reported to be unwilling 
to establish joint rates to the Levant. This is said to be due 
in large measure to fear that American shipping companies 
might enter into joint rate agreements with American rail- 
ways covering shipments to Europe which would result in di- 
version of shipments from German to American bottoms. 

Announcement is made by C. H. Sprague & Son Co., Bos- 
ton, of the acquisition of the Coastwise Transportation Co., op- 
erating eight coal-carrying vessels. This gives the Sprague 
firm a fleet of twenty-six vessels of more than 200,000 tons 
dead weight. The transaction is said to have involved about 
$1,000,000. The Sprague interests formerly held a considerable 
amount of the Coastwise company’s stock and the latest deal 
involved the purchase of the holdings of the late Harris Liver- 
more, president of the company, and some of his associates. 

The Merchants’ Association of New York has been ad- 
vised of three changes in the Cuban consular regulations 
which are in line with recommendations the association made 
some time ago at Agusto Merchan, Consul General of Cuba, and 
later to Santiago Guttierrez de Celis, Secretary of the Treas- 
ury for Cuba. 

One of the principal criticisms of the new Cuban regula- 
tions which became effective on July 1, last, related to the 
rule making it necessary to make out separate sets of docu- 
ments for each country from which goods consigned to Cuba 
had originated. The association is now advised that this rule 
has been amended, so that separate invoices need be made out 
only for goods originating in the United States, Spain and 
Italy, countries with which Cuba has special commercial agree- 
ments. Products from all other countries may be included in 
one invoice, the origin of each item being clearly stated 
thereon. 

Another rule which was the subject of complaint was that 
requiring shippers to sign their bills of lading before submit- 
ting them to the Consulate. This rule has been abrogated. 

Another change made is the elimination of the requirement 
that the names of the captain and the owner of the vessel be 
shown on the bill of lading. This rule was the cause of a good 
deal of inconvenience. 

The modifications are all in line with criticism made by 
shippers. It is honed that some other modifications will be 
made in the near future 

Closer cooperation between the Cunard Steamship Co., 
Ltd., and the Robert Reford Co., Ltd., has become effective 
with the announcement that all Cunard offices in Canada will 
be responsible to the head Canadian office in Montreal, which 
is controlled by Robert W. Reford, president of the Robert 
Reford Co., Ltd., and a director of the Cunard Line, resident 
in Canada. Direction of the operations of this coast to coast 
organization will entail certain adjustments in this staff at 
Montreal, where two general managers will be stationed. One 
will be Eric Reford, vice-president of the Robert Reford Co., 
Ltd., and the other will be G. D. Huband, who was recently 
assistant to the general manager of the Cunard Line, S. J. 
Lister, with headquarters in Liverpool, and formerly manager 
of the company’s Chicago office. 


OCEAN AGREEMENTS APPROVED 


The following agreements, filed in accordance with section 
15 of the shipping act of 1916, have been approved by the Ship- 
ping Board: 


Calmar Steamship Corporation with Sacramento Navigation Co.: 
Through billing arrangement covering shipments from Sacramento 
to Baltimore and Philadelphia based upon combination of local rates 
of the participating carriers. State tolls at San Francisco are to be 
absorbed by Calmar while cost of transferring shipments at that port 
is to be for account of the cargo. When shipments aggregate 30,000 
pounds or more Sacramento Navigation Company’s vessels are to 
deliver same direct to Calmar pier. 

Calmar Steamship Corporation with American Diamond Lines: 
Arrangement for through movement of shipments from Pacific coast 
ports to Rotterdam and Antwerp, with transhipment at Boston, Phila- 
delphia, Baltimore, Hampton Roads or New York. Through rates 
are to be same as direct line rates and are to be apportioned equally 
between the lines, each of which is to assume one-half of the cost 
of transhipment. 

Calmar Steamship Corporation with French Line (Compagnie Gen- 
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erale Transatlantique): Agreement for through movement of ship- 
ments from Pacific coast ports to Havre, Bordeaux, Vigo and Dun- 
kirk, with transhipment at New York. Through rates, which are 
to be based on direct line rates, and cost of transhipment are to be 
apportioned equally between the lines. 

The New York & Porto Rico Steamship Company with American- 
Hawaiian Steamship Company: Through billing arrangement_cover- 
ing shipments of rice from Pacific coast ports to Porto Rico. Through 
rates, which are to be based on direct line rates, and cost of tran- 
shipment at New York are to be apportioned in the ratio of 55 per cent 
to American-Hawaiian and 45 per cent to New York & Porto Rico. 

The New York & Porto Rico Steamship Company with American- 
Hawaiian Steamship Company: Agreement for through movement of 
beans, dried fruit and canned goods from Pacific coast ports to Porto 
Rico, with transhipment at New York. Through rates are to be based 
on direct line rates and apportioned 60 per cent to American-Hawaiian 
and 40 per cent to New York & Porto Rico Line; the latter to absorb 
40 per cent of transfer cost at New York, but in no event is such 
absorption to exceed 2.4 cents per 100 pounds. 

Calmar Steamship Corporation with Bristol City Line of Steamers: 
Arrangement for through shipments from Pacific coast ports to Bristol 
Channel ports of call of the Bristol City Line. Through rates are 
to be based on direct line rates and apportioned 3/7ths to Bristol 
City Line and 4/7ths to Calmar, the latter to absorb transhipping ex- 
penses at New York. 

Calmar Steamship Corporation with Ellerman’s Wilson Line: Ar- 
rangement for through movement of shipments from Pacific coast 
ports to Hull, Newcastle, Aberdeen and Antwerp, with transhipment 
at New York. Through rates, which are to be based on direct line 
ag and cost of transhipment are to be apportioned equally between 
the lines. 

Gulf Pacific Line with Union Steamship Company of New Zealand, 
Ltd.: Arrangement for through movement of shipments from Gulf 
ports to Australasian ports, via San Francisco. Through rates are 
to be no lower than direct line rates and are to be apportioned equally 
between the carriers after deduction of cost of transfer at San Fran- 
cisco. The arrangement is subject to minimum bill of ladings charge 
of $5 and a minimum proportion to the Union Steamship Company of 
$8 per ton. 

Luckenbach Steamship Company, Inc., with the New York & 
Porto Rico Steamship Company: Agreement for through movement of 
canned goods, dried fruit, beans and peas from Pacific coast ports 
to Dominican Republic ports, with transhipment at New York. 
Through rates and apportionment thereof are to be as specified in 
the agreement, subject to minimum bill of lading charge of $7.30. 
Cost of transhipment at New York is to be absorbed 60 per cent by 
Luckenbach and 40 per cent to Porto Rico line except that Lucken- 
bach is to absorb entire cost of transferring minimum bill of lading 
shipments. On shipments originating beyond Luckenbach loading 
ports that carrier is to receive entire expense of transportation from 
point of origin to shipside. 

Calmar Steamship Corporation with American Scantic Line, Inc.: 
Through billing arrangement covering shipments from Pacific coast 
ports to Copenhagen, Helsingfors, Gdynia, Danzig and Stockholm. 
Through rates are to be same as direct line rates and apportioned 
4/7ths to Calmar and 3/7ths to American Scantic Line. Transhipping 
expenses at New York, Philadelphia or Baltimore are to be absorbed 
by Calmar. 

Gulf-West Mediterranean Line and Nervion Line: The agreement 
provides for alternation of sailings from Galveston and Houston to 
Spanish Mediterranean Ports until March 31, 1930, each of the parties 
to have two sailings per month. Should conditions warrant, either 
party may maintain additional sailings, but only on written consent 
of the other party. The agreement may be cancelled upon one month's 
written notice being served by either party. Except as to the period 
covered the agreement proposed for approval is identical with one be- 
tween the same carriers approved by the board June 19, 1928, which 
terminated March 31, 1929. 


Modification of Agreement: The purpose of the proposed modi- 
fication is to substitute the name of the Panama Mail Steamship 
Company as successor of the Pacific Mail Steamship Company in the 
original agreement, covering interchange at Cristobal of through traf- 
fic between United States Atlantic and Gulf ports and West Coast 
ports of Mexico, Central and South America, which was approved by 
the Board June 26, 1923. 


Modification of agreement between Panama Mail Steamship Com- 
pany and the California Transportation Company: The purpose of the 
proposed modification is to add to the original agreement between 
the lines, approved by the Board April 10, 1928, specific rates per unit 
applicable to shipments of automobiles which under the original 
agreement were assessed the general cargo rate. The agreement which 
it is proposed to modify covers the organization of the Associated 
Steamship Lines Conference of Manila, which was approved by the 
Board August 28, 1928. The modification proposed is an addition 
to the original agreement of a paragraph providing that on all issues 
other than tariff changes a straight majority vote of members shall 
be sufficient to carry a motion. 

Luckenbach Gulf Steamship Company, Inc., with Kerr Steam- 
ship Company, Inc.: Through billing arrangement covering shipments 
from Gulf ports to Far East ports served by Kerr Steamship Com- 
pany, with transhipment at San Francisco. Through rates, which 
are to be the same as direct line rates of the Far East Conference, 
= cost of transhipment are to be apportioned equally between the 
ines. 

Calmar Steamship Corporaiion with the California Transportation 
Company: Agreement covering shipments from Stockton to Atlantic 
Coast ports via San Francisco. Through rates are to be based on 
combination of local rates of participating carriers. California Trans- 
portation Company vessels are to call at Calmar pier when ship- 
ments aggregate 15 tons or more. When shipments aggregate less 
than 15 tons cost of transfer is to be for account of cargo. 

American-Hawaiian Steamship Company with Bull Insular Line, 
Inc.: Covers through shipments of rice from Pacific coast ports to 
Porto Rico, with transhipment at New York. Through rates, which 
are to be based on direct line rates, and cost of transhipment are 
to be apportioned 55 per cent to American-Hawaiian and 45 per cent 
to Bull Insular. 

Redwood Line, Inc., with Java-Pacific Line: Through billing ar- 
rangement covering shipments from Gulf ports to Dutch East Indies, 
with transhipment at Los Angeles Harbor or San Francisco. Through 
rates are to be same as direct line rates of Java-New York Line, 
subject to minimum through rate of $10 per ton. Through rates and 
cost of transhipment are to be apportioned equally between the car- 
riers, except that on traffic to outports, differential or arbitrary ports, 
trans-Pacific carrier is to receive all of excess of through rate over 
through rate to base ports. 

American-Hawaiian Steamship Company with United States Lines 
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Operations, Inc.: Covers through shipments from Pacifie eo 
to London and other United Kingdom ports of call of United. Ports 
Lines. Arrangement is based on direct line rates which ny States 
tioned equally between the lines. Transhipment is to be effe @Dpor. 
New York, each carrier to assume 50 per cent of the cost the at 

Luckenbach Gulf Steamship Company, Inc., with Gulf Mail ¢." 
ship Company, Inc.: Arrangement for through movement Stean. 
ments of canned fish, fruits and vegetables, dried fruit wrai Of ‘ship. 
printing paper and inedible tallow from Pacific coast porte we ang 
gresso, Mexico, via New Orleans. Through rates and division Pro. 
to be in accordance with Pacific Coast-Gulf Eastbound Outport x Ley 
mum Rate List, which is made a part fo the agreement. The a Mini 
ment is subject to a minimum bill of lading charge of $8.75 re 

Calmar Steamship Corporation with Bull Insular ‘Line 
Through billing arrangement covering shipments of canneq’ Inc 
dried fruit, beans and peas from Pacific coast ports to Port Boods 
via New York. Through rates as specified in the agreement mtg Ric 
apportioned 60 per cent to Calmar and 40 per cent to Bull “ded. 
the cost of transhipment at New York to be borne by the carrie 
the same basis. The arrangement is subject to minimum bil] of han 
charge of $6 (except to Arecibo $6.25), which is to be apporti ing 
$3.50 to Calmar and $2.50 (Arecibo $2.75) to Bull Insular. On a! 
originating beyond Calmar loading ports that carrier is to the 
entire cost of transporting shipments from point of origin to shi sy 

American-Hawaiian Steamship Company with United States Line 
Operations, Inc.: Through billing arrangement covering shipm re 
from Pacific coast ports to Bremen and other German ports aos 
of United States Lines. The through rates are to be based on Roe. 
line rates and apportioned equally between the lines, each of Which 
assumes one-half the cost of transhipment at New York. a 

Calmar Steamship Corporation with Lloyd Royal Belge: Arrang: 
ment for through movement of shipments from Pacific Coast ~ 
to Antwerp via New York. Through rates, which are to be based oy 
direct line rates, and cost of transhipment are to be apportioned 
equally between the lines. 

Calmar Steamship Corporation with Baltic America Line: Agree. 
ment providing for movement of shipments from Pacific Coast ports 
to Danzig, Gdynia and Helsingfors. Through rates are to be based 
on_ direct line rates and apportioned 3/7ths to Baltic America ani 
gg peal Line, the latter to absorb cost of transhipment 
New York. 

Luckenbach Gulf Steamship Company, Inc., with United Fruit 
Company: Agreement covering through_movement of shipments from 
Pacific coast ports to Colombia, Costa Rica and Jamacia ports specj- 
fied in tariff incorporated in the agreement; through rates and divisions 
to be as specified therein. Transhipment under the agreement is t 
be made at New Orleans. 

Calmar Steamship Corporation with National Navigation Lines 
Arrangement for through shipments from designated West Coast 
Mexico ports to Atlantic coast ports of call of Calmar Steamship 
Corporation. Through rates are to be combination of local rates of 
the participating carriers, each of which is to assume one-half the 
cost of transhipment at San Francisco. In no case is the through 
rate to be less than the direct line rates between the same ports. 

The New York & Porto Rico Steamship Company with Panama 
Pacific Line: Through billing arrangement covering shipments of rice 
from Pacific coast ports to Porto Rico. Through rates are to be 
based on direct line rates and apportioned 55 per cent to Panama 
Pacific and 45 per cent to New York & Porto Rico; cost of tran- 
shipment at New York to be assumed by the lines pro rata. 

The New York & Porto Rico Steamship Company with Panama 
Pacific Line: Arrangement covering through shipments of canned 
goods, dried fruit and beans from Pacific coast ports to Porto Rico 
via New York. Through rates, which are to be based on direct line 
rates, and cost of transhipment are to be apportioned 60 per cent 
to Panama Pacific and 40 per cent to New York & Porto Rico. Ar- 
rangement is to be subject to minimum bill of lading charge of $§ 
to be apportioned $2.50 to New York & Porto Rico and $3.50 to 
Panama Pacific, which is to absorb cost of transfer at New York. 

Calmar Steamship Corporation with Oriole Lines (Consolidated 
Navigation Company, managing operators): Arrangement for through 
movement of shipments from Pacific coast ports to United Kingdom 
ports of call of Oriole Lines. Through rates, which are to be based 
on direct line rates, and cost of transhipment at Baltimore are to be 
apportioned equally between the lines. : 

Calmar Steamship Corporation with Navigazione Generale Italiana 
Through billing arrangement covering shipments from Pacific coast 
ports to Naples and Genoa upon a combination of the local rates 
of the participating carriers, plus cost of transhipment at New York 
In no case is the through rate to be less than the direct line rates. 

Luckenbach Gulf Steamship Company, Inc., with Cuyamel Fruit 
Company: Arrangement for through movement of shipments from 
Pacific coast ports of call of Luckenbach to designated Mexical 
ports, with transhipment at New Orleans. Through rates and di- 
visions thereof are to be as set forth in tariff attached to and mad 
part of the agreement. ; 

American-Hawaiian Steamship Company with Bull Insular Line, 
Inc.: Arrangement providing for through movement of shipments 0 
canned goods, dried fruits and beans from Pacific coast ports to Porto 
Rico, via New York. Through rates are to be based on direct line rates 
and apportioned 60 per cent to American-Hawaiian and 40 per cen 
to Bull Insular. When transhipment is effected by lighters American- 
Hawaiian assumes 60 per cent of the cost and Bull Insular . = 
cent; when trucks are employed American-Hawaiian assumes 80 per 
cent and Bull Insular the remainder. ; ale 

Luckenbach Steamship Company, Inc., with Compagnie al 
Transatlantique: Arrangement for movement of canned g00 Havre 
dried fruit from Pacific coast ports to Bordeaux, Duskiek, cont 
and St. Nazaire, with transhipment at New York. Specified t - er 
rates are to be apportioned equally between the carriers, ag 
which is to assume one-half the cost of transhipment at New ait 
The arrangement is subject to minimum bill of lading charge © ise 
by freight vessels or $15.50 by passenger vessels of the Frese : oe 
out of which Luckenbach is to receive $5 and the French ‘on of 
remainder. Luckenbach is to receive full cost of transportation 
shipments from points of origin to shipside. ’ » Agree: 

Calmar Steamship Corporation with Bull Insular Line, — fruit 
ment providing for through movement of canned goods, = ports, 
beans and peas from Pacific coast ports to Dominican Repu ionment 
with transhipment at New York. Through rates and aPPOr at being 
thereof are to be as specified in the agreement, the arrangem:ranshiP- 
subject to minimum bill of lading charge of $7.30. Cost c imar and 
ment at New York is to be absorbed 60 per cent by a ving of 
40 per cent by Bull Insular, except that on shipments mo cost of 
minimum bill of lading charge Calmar is to absorb oe ports 
transhipment. On shipments originating beyond Calmar loa hipments 
that carrier is to receive entire expense of transporting § 
from point of origin to shipside. 
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NEW YORK PORT LIGHTERAGE 


The Trafic World New York Bureau 


rther plans for defeating the petition of the State of 

y for a preferential freight rate over New York were 

juncheon tendered by the officers of the Chamber of 
‘mmerce of the State of New York to a number of industrial 
waders and newspaper publishers. Leonor F. Loree, president 
whe Delaware & Hudson Railroad and president of the Cham- 
oe of Commerce, presided and discussed the present and past 
sstem of rate making. ; 
“Mr. Loree pointed out that the attitude of the chamber and 
ihe State of New York was not antagonistic to New Jersey 
wgnicipalities, but was for the maintenance of the Port of 
ew York as a unit and the continuance of the Port of New 
york Authority, a joint body which has for its purpose the 
comprehensive building up of the port. 

Any steps Which might be taken to increase rates at the 
port of New York, Mr. Loree stated, would create a still greater 
jiferential in favor of Baltimore and Philadelphia, and if traf- 
ge were diverted to those ports not only would New York lose, 
out New Jersey also. 

Not content with the filing of a complaint by Attorney 
general Stevens of New Jersey with the Interstate Commerce 
(mmission seeking to segregate lighterage and_ trucking 
charges in the Port of New York from railroad rates, and 
thereby create a differential in favor of New Jersey shippers 
ad business men, a secondary or supplementary petition is to 
be fled within ten days by the New Jersey Traffic Advisory 
Committee of Jersey City, raising a new issue, that of rates as 
afecting car floatage in the harbor, and also rates from in- 
terior points, it was announced at the regular monthly meeting 
of the Shippers’ Conference of Greater New York. Milton P. 
Bauman, chairman of the New Jersey committee, made the 
announcement. 

The issue now to be raised is the one which the Attorney 
General of New Jersey exempted from his complaint when he 
aid: “The rates of said defendants (the fifty-four railroads 
which are cited in the complaint) applicable to transportation 
of property by means of car floats in conjunction with trans- 
portation by the railroads are not challenged herein.” Attor- 
neys Who have studied that complaint said that it was all the 
stronger by reason of this very omission. 

Mr. Bauman made his announcement in discussing the 
question of what action the conference should take, if any, on 
the New Jersey petition already filed and which is to be con- 
tested by the Chamber of Commerce of the State of New York, 
the Merchants’ Association, New York Board of Trade, Brook- 
lm Chamber of Commerce and Queensboro Chamber of Com- 
merce and other commercial organizations acting on behalf of 
New York’s interests, and, of course, to be fought by the rail- 
toads which are defendants. 

Mr. Bauman said the supplementary petition was to be 
fled on behalf of municipalities, shippers and chambers of 
commerce in New Jersey. It would attack the floatage, he 
sated, on rates that involve pier deliveries to Brooklyn and 
long Island City, and also rates from interior railroad points 
in New Jersey to New Orleans, Galveston, Savannah, which, 
te continued, are “preferential to New York and prejudicial 
to New Jersey.” 

After a protracted discussion the conference by resolution 

decided to lay on the table all proposals to take action now in 
order to have an opportunity to study the new complaint that 
ig to be filed as announced, and the complaint already filed by 
Attorney General Stevens referring the question to the com- 
mittee on rates for report and recommendation. 
, ey attention to the intensive efforts, including the rais- 
m of a large sum of money and the employment of the most 
oe —o being made by New Jersey to prosecute the 
York oe the Commission, the Merchants’ Association of New 
ae - Mga in a letter to Hamilton Ward, attorney gen- 
on te ew ork, suggested that New York should take similar 
ee agg itself, particularly through the employment of 
ding Dae ¢ witnesses and counsel highly skilled in the han- 
a cases before the Commission. 
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HOG ISLAND PROPOSAL 
arm bresentatives of the city of Philadelphia, headed by 
ber 19 French mayor, put before the Shipping Board Novem- 
muheoceh adelphia’s proposal for the development of an air- 
mma terminal on the Delaware River at the southern 
Island y of the city. The city wishes to acquire the Hog 

ge ag from the government. 
_ in Plan contemplates inclusion of the Hog Island ship- 
of teens waterfront area to be developed with docks capable 
to be ‘ae ocean-going vessels, the section immediately behind 
te, and ed to warehouses, railroads and other terminal facili- 
’ the section most distant from the water to be used 
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as an airport. The total acreage included in the plan would 
be approximately 1,369 acres, of which 911 acres are government 
property under the control of the Shipping Board. 

The city council of Philadelphia has authorized the mayor 
to enter into negotiations with the government for purchase or 
lease of the Hog Island property. The board took the matter 
under consideration. 


SELL SHIPS FOR SOVIET USE 


The nucleus of a Soviet coastwise merchant marine, it is 
understood, will come into existence as the result of purchase 
of 25 cargo vessels from the Shipping Board. 

The board has authorized the sale of the vessels to Johann 
G. Ohsol, vice-president of the Amtorg Trading Company, the 
Soviet trading organization in the United States. It is under- 
stood the State Department approved the transaction so far as 
the interest of the government in the matter is concerned. The 
sale was made to Ohsol as an individual and not as a repre- 
sentative of the Soviet. 

The board’s price for the ships was $1,155,000, payable 25 
per cent casi, with the balance covered by an irrevocable letter 
of credit payable one year from date of sale. 

The vessels are sold with the privilege of transfer to for- 
eign registry. They are to be operated between Vladivostok, 
Siberia, and Petropavlovsk, Kamchatka, Siberia; Black Sea 
ports and Persian Gulf ports. 

Sixteen of the ships are of the lake-type and are of approxi- 
mately 4,200 deadweight tons each, equipped with reciprocating 
engines and Scotch oil-burning boilers. The remaining nine 
ships are of around 7,400 deadweight tons, equipped with re- 
ciprocating engines and Scotch coal-burning boilers. 

Officials of the board said that the price received was a 
great deal more than could have been obtained if the vessels 
were sold for scrapping. 

The vessels are to be taken from the Shipping Board’s laid- 
up fleet. None has been in active operation for approximately 
seven years. The vessels are sold on an “as is, where is” 
basis, and it is provided that after one outward cargo of tin 
plate, agricultural machinery, steel and machine tools, with the 
stipulation that such cargoes shall be discharged only at Vladi- 
vostok and Petropavlovsk, the smaller type vessels of the 
group shall not again trade to or from ports of the United States 
for a period of five years, and that the larger type vessels shall 
be similarly restricted for a period of ten years. Bonds in the 
sum of $5,000 each for the smaller vessels, and $35,000 each 
for the larger vessels, are to be furnished by the purchaser as 
assurance for performance of these contract terms. 

Five ships were sold by the board to Ohsol last January for 
$216,000. 


RAIL-OCEAN-RAIL ARGUMENTS 


The Trafic World Washington Bureau 


Intense if not bitter commercial competitive situations and 
extremely complex tariff questions were laid before the Com- 
mission in two days of argument, on further hearing in No. 
14880, Dallas Chamber of Commerce et al. vs. Aberdeen & Rock- 
fish et al., No. 15463, St. Louis Chamber of Commerce et al. vs. 
Same, I. and S. No. 2097, and I. and S. No. 2271, the two sus- 
pension proceedings being described by the same language, 
namely, class and commodity rates from the Atlantic seaboard 
and defined territories to destinations in the southwest. Time was 
assigned to more than a score of traffic managers and attorneys 
to discuss situations that intertwined in about as straight lines 
as might be found in a dish of spaghetti. 

In extremely broad language the case, which is a part of 
the Consolidated Southwestern Cases, is a contest between 
Atlantic seaboard territory, the Morgan, Mallory and Southern 
steamship lines and Gulf seaboard territory, on the one hand, 
and interior territory (from about the Buffalo-Pittsburgh line on 
the east to northern Texas), on the other, over the manner 
of the making and publishing of rail-ocean, ocean-rail and rail- 
ocean-rail rates between the Atlantic and Gulf coasts in com- 
parison with the all-rail rates from and to the interior territory 
points. Each phase of the major parts of the struggle also 
presented a situation in and of itself. For instance, salt inter- 
ests at Syracuse, N. Y., and at Saltville, Va., were in disagree- 
ment because Examiner Bardwell, in substance, said that Syra- 
cuse should have port equalization via New York, Philadelphia 
and Baltimore on basis of the rate to New York, while Saltville, 
with Baltimore as its nearest port, should not be able to use the 
rate to Baltimore as the measure of rates via other ports be- 
cause of the infrequent sailings from Baltimore to the south- 
west. Dallas, Tex., and Rochester, N. Y., figuratively joined 
hands because, as they believed, the adoption of the examiner’s 
report would leave them out of the competitive picture, except 
at great disadvantage. Chicago and St. Louis, as interior points, 
thought that the adjustment proposed would not give them 
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their share of the traffic to and from the southwest. 

The New York Merchants’ Association, speaking through 
W. H. Chandler, viewed the Bardwell report as showing such 
hostility toward the water lines as to amount to a nullification 
of all the utterances of Congress showing its desire that the 
Commission should foster and promote transportation by water 
as well as by land. 

Non-concurrence rates constitute the machinery by means 
of which the steamship lines have fought the refusal of eastern 
railroads to join in making rates via rail-ocean routes that would 
compete with the all-rail routes through Chicago, St. Louis and 
other gateways on interior territory traffic: New York accused 
the Commission and the examiner of hostility to the east and 
to the water lines, of undertaking to use its minimum rate 
power in connection with joint rates in which a water line is 
a participant contrary to the terms of the statute, as well as 
having discovered, after twenty years of acquiscence in them, 
that the non-concurrence tariffs were illegal. Adherence to 
that, New York contended, would make the coastwise and Gulf 
steamship lines the tail of the all-rail dog, whereas with the 
non-concurrence tariffs they were factors in making rates en- 
abling the east to trade with the southwest in competition with 
the interior. 

George H. Muckley, speaking for the three stedmship lines 
before mentioned, asked for the elimination of findings 11 and 
21 of the report in the Consolidated Southwestern cases, re- 
vision of which was recommended by Examiner Bardwell. He 
said he would not discuss the law question as to the finding 
that non-concurrence tariffs were illegal, but depend upon the 
Commission to get light on that point from the brief. He con- 
fined himself to the facts tending to show, as he claimed, that 
the restrictions carried in the original report, 123 I. C. C. 203, 
and proposed in the Bardwell report, should not be retained 
because of their damage to the steamship lines and the ship- 
pers served by them. Those steamer lines, he said, were sur- 
rounded with more types of competition than any other car- 
riers, including competition through the Panama Canal and from 
foreign steamships. One of the findings eliminates the non- 
concurrence tariffs and the other establishes a relationship be- 
tween the rates to the ports in Texas and cities in northeastern 
Texas, allowing the steamer lines to meet the port-to-port com- 
petition of unregulated steamers on condition that the rates to 
northeastern Texas points be reduced proportionately. Muck- 
ley’s contention was that the three steamship lines which, on 
account of their relations with the railroads, were subject to 
regulation by the Commission, should be permitted to meet the 
competition of the unregulated lines at the ports without penalty 
on rates into the interior, to which, he said, traffic carried by 
the unregulated lines had to pay the local rates. 

Time for argument was assigned, in addition to those men- 
tioned, to E. H. Thornton, Galveston interests; R. C. Fulbright, 
Houston Chamber of Commerce; Edgar Moulton, New Orleans 
Joint Traffic Bureau; F. W. Burton, Rochester Chamber of Com- 
merce; F. H. McMahon, New York state canners; A. H. Fergu- 
son, Boston Chamber of Commerce and others; J. J. Hickey, 
Connecticut Manufacturers’ Association; Frederick L. Ballard, 
Bethlehem Steel Corporation; Charles R. Seal, Baltimore Asso- 
ciation of Commerce; Wilbur LaRoe, Mathieson Alkali Works, 
Saltville, Va.; E. L. Beach, Baltimore & Ohio and others; Henry 
Thurtell, Atlantic Coast Line and others; M. G. Roberts, St. 
Louis-San Francisco; Robert Thompson, Texas & Pacific; R. S. 
Outlaw, Santa Fe and others; A. D. Beals, Arkansas commis- 
sion; Paul A. Walker, Oklahoma commission; C. E. Hochstedtler, 
Chicago Association of Commerce; R. B. Coapstick, Indiana 
State Chamber of Commerce; Albert L. Reed, interior Texas 
cities; Ed. P. Byars, Fort Worth Chamber of Commerce; L. M. 
Shepardson, Waco Chamber of Commerce; and W. S. Cornell, 
Shreveport Chamber of Commerce. 


EXPORT DECLARATIONS REQUIRED 

Export declarations for letter and parcel-post packages sent 
for commercial purposes to foreign countries and non-contiguous 
possessions of the United States when the merchandise is val- 
ued at $25 or more are required by the Post Office Department, 
according to W. Irving Glover, Second Assistant Postmaster 
General. The export declarations are desired in order to enable 
the Department of Commerce to compile statistics of exports 
by mail. Mail coming under the description in issue will be 
refused unless export declarations are furnished. 


CHARTER OF NAVY TANKERS 
Representations made by members of the American Steam- 
ship Owners’ Association with respect to a proposal that five 
navy tankers be transferred to the Shipping Board for charter 
by the board to private interests, it is understood, has resulted 
in the board not acting on the suggestion. It was represented to 
the board that a number of tankers, privately owned, were 
available for charter, and that as there was no scarcity of such 
tonnage in the private shipping world. there was no necessity 

for government tonnage being offered for charter. 
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Cases Recently Decided by State and Federal Courts 

























































(Digests taken from Reporters and Digests of National Reporter 
published by West Publishing Co., St. Paul, Minn. Copyrigh 
1929, by West Publishing Co.) ent, 


aia iat tia annie 


(Circuit Court of Appeals, Second Circuit.) Libelants he} 
entitled to maintain action for damage to shipment of nt mn 
consigned to bank, where bank indorsed bill of lading and “ 
ber was delivered to carrier on order of libelants as indorsee 
since, by the indorsement, when notice thereof had been aon 
to carrier, libelants became vested with title to the Z00ds a 
party to contract of carriage under Personal Property Law N y 
(Consol. Laws N. Y., c. 41), sec. 219, especially where drat 
accompanying bill of lading were paid by libelants when they 
became due, thereby perfecting libelants’ rights, unhampered by 
any lien of bank.—Stiles et al. vs. Ocean S. S. Co, 34 Fed 
(2d) 627. 

Evidence held to show that rubber injured by salt water 
was damaged on voyage.—Ibid. i 

Receipt for rubber in apparently good order and condition 
when followed by delivery of cases stained and wet with sa} 
water, placed on carrier burden of explaining damage and shov. 
ing that it was occasioned by peril for which it was not re. 
sponsible.—Ibid. 

Bill of lading covering shipment of rubber, which required 
notice in writing of claims before removal of goods from wharf, 
held sufficiently complied with by libelants’ letter giving notice 
of heavy sea water damage, and notifying carrier that libelants 
would file claim against it, when extent of damage had been 
ascertained.—Ibid. 

Claim for damage to shipment of rubber, which arrived at 
port of destination on May 18, 1922, held not barred by laches, 
where libel to recover damages was filed in December, 1995, 
where it did not appear that carrier was unduly prejudiced, or 
that witnesses had disappeared.—Ibid. 

Courts of admiralty apply statute of limitations in deter. 
mining whether claim is barred, unless some exceptional cir. 
cumstances exist.—lIbid. 


System, 





(District Court, E. D. Pennsylvania.) Under contract whereby 
charterer undertook to deliver ore to consignee on board con- 
signee’s cars at its plant, and providing that consignee should 
unload cargo at a specified number of tons per day, where cargo 
was unloaded by consignee in accordance with contract after 
vessel arrived and reported readiness to discharge, consignee 
held not liable for demurrage charges accruing under charter 
party resulting from delay in securing berth at consignee’s dock 
after arrival—kKroller et al. vs. Delaware River Steel Co., 3 
Fed. Rep. (2d) 662. 





(District Court, E. D. Louisiana.) Under Harter act (46 
USCA, secs. 190-195), shipowner must show that vessel was in 
all respects seaworthy and properly manned, equipped, and sup- 
plied for voyage, or that due diligence was used to make her 
seaworthy as condition precedent to secure immunity for loss 
of cargo by reason of error in navigation or management—In 
re Mexican-American Fruit & Steamship Corp., 34 Fed. Rep. 
(2d) 674. 

Error in navigation of vessel whereby pilot allowed her to 
touch river bank held proximate cause of loss of vessel and 
cargo, as distinguished from any want of proper equipment or 
manning of vessel, in proceedings on part of shipowner for 
exemption from liability under Harter act, sec. 3 (46 USCA, 
sec. 192).—Ibid. 

Claim against shipowner for injuries to passengers and for 
loss of or damage to personal baggage on sinking of vessel held 
not within Harter act, sec. 3 (46 USCA, sec. 192), exempting 
shipowner for losses by reason of error in navigation or mal 
agement.—Ibid. aed 

Where loss of vessel was occasioned by error in — 
and the vessel was in all respects seaworthy and proper 
manned and loss was not caused or contributed to by any wa 
ligence of shipowner, shipowner was entitled to limitation ° 
liability under 46 USCA, sec. 183.—Ibid. 


SAFETY ON MEXICAN RAILWAYS 


Traffic Manager J. D. Noriega, of the National free! 
Mexico, has made an announcement to the public to the @ ch 
that during the present year and despite the rebellion of ~_ 
not a single passenger has been killed due to accident Tad 
entire 13,039 kilometers which the system comprises. “™ 


twelve persons were slightly injured. 
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AN lives not by bread alone. For exercise he must have 
1/1, nobby to ride. Be it hunting for the ancestors of a 
word in every day use or be it an effort to discover why 
4 harbor gold fish, it must be a steed that will enable a man 
— away from his daily labor. Usually men do not go far 
0 oi in the hunt for the hobby. That’s particularly true of 
ale t I. Lewis, now completing his term 2. chairman of the 
vert Commerce Commission. For years he was a news- 
oe reporter, using those words to denote one who wrote for 
Mpleation. Then he got diverted to telling utilities what they 

Se reports about rates is a poor substitute for reporter 
writing, be that writing about things that happened today or 
300,000 days ago. Lewis has found two substitutes. One is 
ardening. That shows him how, if all things are as they should 


be, the minute brown seed develops into a head of cabbage or 
how the eye of a potato will produce a huddle of that lowly vege- 
table, But gardening is only a subordinate hobby—one to be 
‘iden in the spring. The all-year steed is the movie camera. 

With that Lewis has made a record of the development of 
transportation. 


Admitting that he makes the usual run of movie 
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Gets His Kick by Taking “Movies” 
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pictures, “shooting” the children, relatives, outings, and the like, 
he also admits that he has traveled the usual route of the movie 
amateur—that is, the making of a series of pictures that could 
be shown for an evening’s entertainment, containing the essen- 
tial element of a movie picture—continuity. For instance, he has 
a two-reel record that runs half an hour of his round trip trans- 
continental air-rail journey of last summer. He took it when he 
had the honor of being among the first persons to make the trip 
in a regularly scheduled airplane service. 

“The film appears to me to have a real historical value for the 
future,” said Mr. Lewis, in talking about what he did to make a 
permanent record of that trip. He hopes to lodge a copy of it 
in the Smithsonian or other institution for the interest it will 
have for future generations. In his view it records the beginning 
of a new era. He has an idea it will provoke as much mirthful 
comment, some day, as is called forth by another Lewis half- 
hour reel recording a day’s travel by canal boat, from Bristol, 
Pa., along the side of the Delaware River, through Allentown 
and Bethlehem, Pa., into the anthracite coal region. That film 
shows the ending of the era of canal navigation, in the interior, 
through a system, which, in its heyday, aggregated 4,400 miles. 
That film, he thinks, should also get into the archives of the 
country because it shows “low bridge” lifting and lowering of 
canal boats through man-operated locks, and the lazy life of a 
canal boat pulled by mules. 

But the film in which he has had his greatect absorption 
and interest is a four-reel record of the development or trans- 
portation. It was begun with a series of “shots” taken at the 
Baltimore and Ohio centennial celebration two years ago. 
Having obtained a movie of that pageant showing the develop- 
ment of transportation in this country, he reached back and 
procured pictures of the English Centennial of the Locomotive, 
at Darlington, England, in 1925. He has carried these recorded 
periods back to the real beginnings of transportation, by vari- 
ous devices, “shots” of his own, and by the cooperation of Will 
Hays, the czar of the movie world, Robert Schenck, Louis B. 
Mayer, of the Metro-Goldwyn-Mayer Company, the Paramount 
Company and other moving picture corporations, Edward 
Hungerford, the Great Northern, Santa Fe, Southern Pacific, 
Pennsylvania, New York Central, and other railroads. To 
them he has added the bull cart, the covered wagon and the 
facilities of the Mormon, Oregon and ’49 trekking days; then, 
through the age of electricity and automotive power, and 
finally up into the air with the flying man. 

All this is the sequel to his newspaper reporter days when 
he lugged a now fearfully scuffed but dearly beloved camera 
over all the routes of the world when the day was deemed 
good or bad as the shooting with the glass eye had been good 
or bad. The shooting was in cannibal islands in the Pacific, 
in Africa, Asia and Europe, after the injunction “See America 
First” had been obeyed. While the essential elements of that 
old camera are still as good as they were the day it was 
acquired, it has given way to the new eye that blinks with 
such rapidity that it records action on a hundred foot ribbon 
of sensitized celluloid. And in the riding of the movie hobby 
he has the company of Attorney General Mitchell and other 
men in public life. 


Golf to the chairman, whose administrative ability has 
made his colleagues open their eyes, is still a near-hobby, 
but it is fading into the background. The aerial movie and 
moving picture photography in natural colors are gradually 
shoving it still farther back. The chairman lives in George- 
town, the municipality that was in its middle age when 
George Washington, as the master of his Masonic lodge, made 
a neighborly call on the faculty of the Jesuit college now 
known as Georgetown University. Georgetown has been 
“shot up” by the Lewis movie camera. It is colonial with 
many aspects worth preserving in motion pictures in natural 
colors that take their places alongside natural color photo- 
graphs of Rocky Mountain scenes, Estes, Yellowstone and 
Glacier national parks, the Great Lakes and Niagara Falls. 


en. OO l—_—_—_—=—=LL=—==== 


CENTRAL WESTERN BOARD 


Shi The eighteenth regular meeting of the Central Western 
aan eee Board will be held at the Elks’ Club, Chey- 
agricul yoming, December 10, convening at 9:30 a. m. The 
ina —— council of the board will hold an open forum meet- 
ose Ape D. m., December 9, at the same place, for the pur- 
7 agri affording general discussion of problems encountered 
Pe aggre industries in developing orderly processes of 
veloping on, balancing production with consuming demands, de- 
triby & understanding of common problems of producer, dis- 

T and marketer and to point out the interdependence of 


farmer and businessman. R. E. Shepherd, president of the 
Idaho State Chamber of Commerce, chairman of the board of 
directors of the Federal Farm Loan Bank, Spokane, and man- 
ager of the Twin Fals North Side Land & Water Company, 
Jerome, Idaho, is chairman of the agricultural council and will 
lead the discussion. 

The executive committee of the board and the railroad 
contact committee will hold preliminary meetings the evening 
of the ninth. 

Harry G. Taylor, manager of public relations of the car 
service section, American Railway Association, will review 
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“General Transportation Conditions Throughout the Country as 
Reflected by the Operations of the Railroads and the Advisory 
Boards.” Detailed reports reflecting the estimated needs for 
rail service and car supply in the first quarter of next year will 
be discussed by prominent representatives of all lines of indus- 
try in Colorado, Idaho, Nebraska, Utah and Wyoming and the 
railroad representatives will report on their preparations to 
meet these demands. 

A banquet will be given by the Cheyenne Chamber of Com- 
merce the evening following the meeting. President Carl Gray, 
of the Union Pacific, will address the gathering on “The Re- 
ciprocal Value of Efficient Railroad Transportation to Both 
Shippers and Carriers.” Other industrial leaders of the terri- 
tory will speak at the banquet, which will be presided over by 
J. W. Shorthall, Nebraska Farmers’ Elevator Association, newly 
elected general chairman of the board. 


MERCHANT MARINE ORGANIZATION 


A meeting of the reorganization committee of the National 
Merchant Marine Association was held this week in the office 
of Senator Ransdell, of Louisiana, president. Plans for reviving 
the association, which was active several years ago, have been 
under consideration by shipping interests for some time. A 
subcommittee was appointed to study the means of reorgani- 
zation, scope of activities, and ways and means of raising funds 
to carry on the activities of the association. It is composed of 
H. B. Walker, of New York, chairman; H. G. Smith, New York; 
Joseph E. Sheedy, New York, E. S. Trosdal, Savannah; G. S. 
Hinkins, New York; D. A. McAllister, of New York, and Mr. 
Davis, of Boston. 


CHANGES IN DOCKET 


Hearing in No. 22465, Southern Coal Co. vs. Southern Ry. 
et al., assigned for November 14, at Washington, D. C., before 
Examiner Simons, was canceled. 

Hearing in No. 22618, R. A. Watson Orchards, Inc., vs. B. & 
O. R. R. et al., assigned for November 16, at Chicago, IIl., before 
Examiner Smith, was canceled and reassigned for November 25, 
at Chicago, IIll., before Examiner Maidens. 

Argument in No. 21939, sand, gravel and crushed stone from 
Indiana and Illinois points to destinations in Illinois; No. 21372, 
Ohio & Indiana Stone Co. et al. vs. C. C. C. & St. L. Ry. et al., 
and I. and S. 30938, sand, gravel and crushed stone from Indiana 
points to destinations in Illinois, assigned for November 15, at 
Washington, D. C., was canceled and reassigned for November 
19, at Washington, D. C. 

Argument in Fourth Section Application No. 13560 et al., 
and 9702, Memphis-Southwestern Investigation, rates between 
Mississippi River points, assigned for November 16, at Wash- 
ington, D. C., was canceled and reassigned for November 20, at 
Washington, D. C. 

Hearing in I. and S. 3371, petroleum from Titusville, Pa., 
to J. W. & N. W. R. R. stations, assigned for November 11, at 
Washington, D. C., before Examiner Simons, was canceled and 
reassigned for November 18, at Washington, D. C., before Ex- 
aminer Simons. 

Hearing in I. and S. 3376, articles manufactured of brass, 
bronze, copper, cupro nickel and nickel silver from, to, and 
between points in New England and Trunk Line territories, 
assigned for November 15 at New York, N. Y., before Examiner 
Haden, was postponed to date to be hereafter fixed. 

Docket 17669 (and Subs. 1 to 38, incl.), Strauss & Adler, 
Inc., vs. N. Y. C. R. R. et al (further hearing, to afford carriers 
an opportunity to justify in whole or in part the service charges 
collected by them), was assigned for hearing in New York, No- 
vember 13, before Examiner Haden. 








CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
October 23-31, inclusive, was 124,194, while the average daily 
shortage consisted of 15 gondola, 19 hopper and 400 refrigerator 
cars, according to the car service division of the American 
Railway Association. The surplus was made up as follows: 


Box, 70,634; ventilated box, 71; auto and furniture, 10,251; total 
box, 80,956; flat, 4,780; gondola, 8,266; hopper, 8,800; total coal, 17,066; 
coke, 214; S. D. stock, 15,349; D. D. stock, 2,337; refrigerator, 2,574; 
tank, 212; miscellaneous, 706. 


Canadian roads reported a surplus of 4,000 box, 200 flat 
and 300 refrigerator cars. 


ACCOUNTING AND DEPRECIATION 


The National Industrial Traffic League, in Ex Parte 91, 
general revision of accounting rules for steam railroads, has 
advised the Commission that it has no exceptions to take to the 
printed report proposed by Commissioner Eastman, dated Au- 
gust 15, 1929, and commends that report as fairly and compre- 
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hensively reviewing the record and recommendin 
clusions. 

Reference is made to the “alternative plan,” consti 
“a broad comprehensive presentation of a radica] change puting 
present accounting system” embodied in the tetsimony Fn 
W. Roberts, the accountant employed by the League John 
plan, according to the League, is not in final shape for = 
adoption. The League commends the commissioner’s “aden 
that the Commission find that there is clear warrant ang... 
for further intensive research into this subject and that i 
research should be carried on under the auspices of the a 
mission. It accepts the recommendation that a speciaj oa 
mittee be selected by the Commission, composed of represen 
tives of the railroads, state commissioners, the League ~ 
Taylor Society, and the Commission’s own staff. Mr. Roberts , 
nominated by the League as its representative. : 

In No. 15100, depreciation charges of steam railro 
panies, and No. 14700, depreciation charges of telephone con: 
panies, the League has filed exceptions and brief, The League 
suggests that the Commission refer the entire depreciation ques. 
tion to a select committee, either the same committee that yi 
deal with the accounting proper or a like committee of me, 
of similar experience and attainments. 7 
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GRAPEFRUIT SHIPMENTS 


Grapefruit shipments are approximately 200,000 boxes aheaj 
of shipments at this period last year, according to A. M. Pratt 
general manager of the Florida Citrus Growers’ Clearing Hoys 
Association. More than 3,500 carloads, or 1,260,000 boxes, o 
citrus fruits have been shipped out of the state this season 
Grapefruit represented 90 per cent of the shipments. 

Orange shipments, which total about 300 boxes to date this 
season, are increasing each week. 

The officially estimated Florida citrus crop this season js 
6,000,000 boxes of grapefruit and 10,000,000 boxes of oranges 
This would indicate that one-sixth of this season’s grapefruit 
crop has already been shipped. 

Tangerines, usually considered a Thanksgiving and Christ. 
mas season fruit, are beginning to ripen. The crop is said to 
be normal in size, good in quality, with a fair supply of large 
sizes. 


APPOINTMENTS TO COMMISSION 


Uncertainty understood to exist with respect to whether 
President Hoover is going to reappoint Commissioner Taylor, 
whose term expires December 31, is resulting in recommenda- 
tions being made to the President for’ appointments of others 
to a place on the Commission. It is understood that inquiries 
have emanated from the White House as to qualifications of 
those suggested for appointment to the Commission. 

Senators Swanson and Glass of Virginia have recommended 
James P. Wood, of Roanoke, Va., a lawyer, and formerly a meu 
ber of Congress. A. J. Maxwell, formerly a member of the 
North Carolina commission, has been recommended by Senators 
Simmons and Overman of North Carolina and others. 

It is being taken for granted in Washington that the pres: 
dent will reappoint Commissioner Eastman whose term also 
expires December 31. 








WORLD’S LARGEST ELEVATOR 





An addition is announced for the Great Northern Railway’s = 


vator at Superior, Wis. It will be a duplicate of the — of 
concrete storage bins shown above and will be built In it make 
these on the site indicated by the star. The addition weapacitY 
this the largest operating unit in the world, with a tota sua @ 
of 13,000,000 bushels. The plant will represent an inves 

more than $3,000,000 
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The Traffic World 


from the sunny South 


BACCO from Virginia and 
North Carolina... other mer- 
ise and produce from the 
Atlantic states .. . Rich car- 
leave Columbus every day, 
id for Chicago on the Pennsyl- 
Ma “Freight Limited’’— The 


Smoke. 














nd these cargoes arrive in the 
nly City” day after day on 
It The Big Smoke’s recent 
0 time record during the 
month of October is typical 
he dependability and regularity 
m by all of the Pennsylvania’s 
miteds of the Freight Service.” 













This famous fleet carries many 
classes of freight and serves 8 out 
of 10 of the largest cities in the 
country. 


Shippers, Consignees, Industrial 
Trafic Managers... Pennsylvania 
service offers you three major ad- 
vantages: 

1. You can find out by a system 
of “passing reports” where your 
shipment is. 

2. You know when it is due to 
arrive. 

3. You have the assurance that 
it will arrive on time. 
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100% on time 


Here are six more of the Pennsylvania's 
famous fleet—‘‘The Limiteds of the 
Freight Service’’—noted for their on 
time dependability. 

THE RENOWN 
Perishable— Merchandise 
Louisville to Chicago 
THE CHALLENGER 
Perishable— Merchandise 
Cincinnati to Chicago 


THE EXCELSIOR 


Merchandise 
Buffalo to Chicago 


MAN O’ WAR 
Live Stock 
Chicago to Seaboard Cities 
THE GAS WAGON 


Merchandise 
Detroit to Seaboard Cities 


THE ROCKET 


Perishable— Merchandise 
Seaboard Cities to Cincinnati 





PENNSYLVANIA RAILROAD 


Carries more passengers, hauls more freight than any other railroad in America 
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Questions and Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A trafic man of long experience and wide knowl- 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washingten, D. C. 


roo Ooo Soe Go Soe Boo Ooo Soe Gee Gor Goo Ger Bor Gor Boo Ge 9 Geo Oor Goo Oooo Goo Oooo Boo Boo Oo Oo O99 Oe Ooo Gor Oooo Boo Oo Poo Gor Sor Gor Gor 


Tariff Interpretation—Rate Applicable on Second Car Where 

Tariff Naming One Factor of Combination Rate Contains 

No Two-for-One Rule 

Texas.—Question: I would be pleased to have your advice 
on the following, and citations to any decisions of the Com- 
mission bearing on a similar situation: 

The individual tariff of an originating line carries a rule 
that provides for the furnishing of two cars for one, when the 
originating carrier cannot furnish a car of the size ordered, and 
which rule provides that the minimum weight for the size car 
ordered shall be assessed on the two cars, the first car to be 
loaded to capacity and the second car to carry the balance of 
the shipment. Where there are no through rates in the indi- 
vidual tariff to a point on another line, and it is necessary to 
assess combination of local rates, is it necessary for the des- 
tination line to also have a tariff providing for the two-for-one 
rule, in order to secure the protection of the minimum for the 
one car ordered. In other words, is the rule in the individual 
tariff of the originating line a holding out to the shipper that 
his shipment can go through to destination and not be assessed 
with the minimum on each of the two cars? 

Answer: With respect to this question, see our answer to 
“New Jersey,” on page 930, of the October 12, 1929, Traffic 
World, under the caption “Tariff Interpretation—Rate Applicable 
on Second Car Where Tariff Contains No Two-for-One Rule.” 
It is our opinion that the charges for the movement beyond 
the point on which the combination rate is based must be as- 
sessed in accordance with the basis outlined in the answer to 
which we refer above. 


Limitation of Actions—Waiver by Shipper of Statutory Provi- 
sions Governing Action for Undercharge 


Missouri.—Question: I believe the following question is of 
considerable importance to the mass of readers of The Traffic 
World, and will be glad to have you answer it through the col- 
umns of your paper: 

In Phillips Co. vs. Grand Trunk W. R. Co., 236 U. S. 662, 
is a holding that the limitation cannot be waived by the carrier 
in action against it on the ground that such action would con- 
stitute a discrimination. 

It seems to be well settled that, with reference to the re- 
covery of overcharges, the carrier cannot waive the statute of 
limitations; and, even if the carrier is willing to do so, the 
Commission will not take jurisdiction unless claim has been 
filed within the statutory period. 

Subdivision (a), paragraph 3, section 16, of the interstate 
commerce act, limits the carriers’ remedy for the recovery of 
undercharges, in the following language: 


All actions at law by carriers subject to this act for recovery of 
their charges, or any part thereof, shall be begun within three years 
after the time the cause of action accrues, and not after. 


Under this statute: 

1. Has a carrier a right to bring an action at law for the 
recovery of an undercharge, more than three years after the 
cause of action accrues? 

2. Would a waiver made in good faith by a shipper before 
the expiration of the three-year period, give the carrier a right 
to bring its action after expiration of the period? 

3. Is this statute mandatory? 

4. If it contains a prohibition against the bringing of suits 
after the expiration of the statutory period, does the filing of 
such prohibited actions constitute a violation of section 10 of 
the act? 

Answer: Section 4 of 17 Ruling Case Law, under the head 
of Limitation of Actions, reads: 

Although it is said that it would seem more consistent with the 
operation of the statute as one of repose to hold that it not only goes 


to the remedy but takes away the right itself, as otherwise only a 
partial repose is effected, and in some cases it is stated that it 





The Traffic World ——____ol. xv, 





Vol. XLIV, No, »; 





operates to extinguish the right, yet ordinarily this de. : 
not to be construed as meaning that the right is thus Claration is 
rather that in a legal sense, so far as there may be a judiee but 
ment of the demand its existence is at an end. A statute of rm enforce. 


strictly so-called, excluding of course those cases w Mitations 
right may be acquired by prescription, operates gaena ba = 
N the 


remedy direc i i 
3 Cranch irae oo 6° ea) 497, Edwards = Kena qs. Bel 
595; Campbell vs. Holt, 115 U. S. 620; Campbell vs Haveriil’ 155 ts 
A discussion of the difference between statutes Of limitat; 
which relate to the remedy and those which destroy the tan 
is contained in a decision of the Supreme Court Wn — 
Co., Inc., vs. Gulf & Ship Island, 268 U. S. 633,900 
While it is true that a carrier, under the construction whi 
has been placed upon the Wolf case, 261 U. §. 133 ma id 
lawfully refund an overcharge after the expiration of the tk ~ 
tion period provided for in paragraph 3 of section 16 of nae 
there is nothing, so far as we can see, to prohibit a ca act 
receiving the amount of an undercharge after the expiration ¢ 
the limitation period within which a carrier may bring an pe 
therefor, if the shipper sees fit to waive the defense of rs 
limitation period, either knowingly or unknowingly, , 
If the carrier could waive the limitation period for one shj 
per and refuse to waive it for another shipper, discriminatigs 
would result, but if one shipper waives the limitation periog 
and another shipper pleads it, no discrimination results, for th, 
shipper who waives the limitation period has it within his powe 
to protect himself from discrimination by pleading the inj 
tation provision. This is not true, however, where the power 
to plead or waive the period of limitation lies with the carrie 
We see no similarity in the two instances. 7 


Shippign Refund—Portion of Prepaid Freight Charges to Buyer 
Under C. |. F. Contract 


Washington.—Question: A steamship company issues a 
Kobe a through order bill of lading to Chicago via Seattle ani 
rail, showing ocean charges prepaid, also rail charges prepaid 
in a certain amount, with the bill of lading bearing also the 
clause, “any additional freight that may be charged by rail line 
to be collected from consignee before delivery.” At Seattle the 
indorsed negotiable bill of lading is surrendered to steamship 
line by notify party and delivery is taken at Seattle. Party 
surrendering bill of lading demands refund of amount prepaid 
for railroad charges, claiming shipment purchased C. I. F, 
Steamship line contends that prepaid charges are shipper’s funds 
and only refundable to shipper who paid them, or on shippers 
authority, and that a C. I. F. invoice is not in itself sufficient 
authority. 

Similarly, a through bill of lading is issued at Kobe for all. 
water movement to New York with transshipment at Seaitle 
to an intercoastal steamer, freight prepaid at a through rate 
from Kobe to New York. Delivery is taken at Seattle in order 
to forward shipment to a buyer at Omaha. The trans-Pacific 
steamship carrier is agreeable to adjusting the freight rate to 
the Kobe-Seattle basis, but declines to refund the difference to 
the holder of the bill of lading without specific authority from 
the shipper. 

In these two instances what are the rights of the holder of 
the bill of lading? 

Answer: In A. Klipstein & Co. vs. Delsizian, 273 Fed. 47 
the court said: 


The C. I. F. contract is an expression which indicates that the 
price fixed cover the cost of the goods and the insurance and frelgh 
on them. Under such a contract the seller must ship the goods, a 
range the contract of affreightment to the place of destination, p2! 
its cost and allow it from the purchase price, and procure insurance 
el 7 buyer’s benefit, for the safe arrival of the goods and pay 

erefor. 


In Seaver vs. Lindsay Light Co., 187 N. Y. S. 622, it was 
held that the letters C. I. F. used in executory contracts of sale, 
have for many years been used in commercial contracts 10 this 
country and their meaning is well established; that they meal 
that the goods are to be shipped to an agreed point of destin 
tion and that the price which the buyer is to pay includes the 
cost of the merchandise and the insurance and freight to such 
point of destination. To the same effect is Smith Co. vs. Me 
rano, 110 Atl. 94, and Smith Co. vs. Mascahlades, 183 N. Y. 8. 2” 

It is our opinion that, inasmuch as the purchase price ~ 
cludes the freight to the point of destination specified 0 the 
contract of sale, the buyer, who took delivery short of the des 
tination specified in the contract of sale in the two instance 
outlined above, is entitled to a refund of the freight chare 
beyond the point at which he took delivery. 

We can locate no decisions of the courts which cover 
specific question. ’ 
Tariff Interpretation—Application of 10 Per Cent Reduction 

Combination Rate 

Louisiana.—Question: We have a question on intr 

rates with reference to the deduction of the 10 per cent 
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Ship by Water 


Until December 


AILINGS of the Poker Fleet, operated by 


the Minnesota-Atlantic Transit Com- 
pany between Buffalo, Detroit and Duluth, 


will be continued throughout the month of 
November. The last sailing from Buffalo 
and Duluth will be on November 30th. 


HIPMENTS will be accepted for trans- 

portation via the lake and rail route of 
the Minnesota-Atlantic Transit Company 
(the economical way) from various terri- 
tories as follows: 


FROM POINTS OF ORIGIN IN ON OR BEFORE 
Trunk Line Territory.........¢......Nov. 27th 
New England Territory..............Nov. 25th 
C. F. A. Territory (via Buffalo).......Nov. 27th 
C. F. A. Territory (via Detroit)........Nov. 15th 
Buffalo and Detrott..................Nov. 30th 


HE sturdy, ocean type vessels of the 

Poker Fleet have a well earned reputa- 
tion for being on time. They will maintain 
their 48 hour schedule of sailings until the 
close of navigation. 


HE Steamers Ace, King, Queen, Jack 

and Ten of the Poker Fleet have carried 
many trainloads of merchandise between 
the East and the Northwest, saving thou- 
sands of dollars on freight bills. The water- 
way is the economical, modern way of 
shipping freight. 


MINNESOTA-ATLANTIC TRANSIT COMPANY 


Fast package freight service between 
Buffalo—Detroit—Duluth 


A Diwision of the 
TERMINALS AND TRANSPORTATION CORPORATION 
OF AMERICA 


A. Mitten McDouaat1, President 
Executive Offices: 1174 First National Bank, Detroit 


MINNEAPOLIS BUFFALO 
ST. PAUL NEW YORK 
DULUTH PHILADELPHIA 





CHICAGO 













are invested on 


HOUSTON’S SHIP CHANNEL 


Rew Houston’s 50 miles 
of deep waterfrontage are 
located many industries 
representative of millions 
of dollars invested by giant 
corporations whose des- 
tinies are guided by men of 
vision and sound judgment. 


New industries are con- 
stantly availing themselves 
of ideal sites along this man- 
made waterway to Houston, 
the fastest-growing city in 
the Southwest. Sixty-eight 
steamship lines and nine- 
teen railroads combining to 
offer great savings in ship- 
ping rates, with unexcelled 
port, rail and storage facili- 
ties, make Houston the logi- 
eal city for the location of 
large industrial plants. 


Write today for your copy 
of “Houston—Port and 
City,” the official organ of 
the Port Commission. + 


Address 


DIRECTOR OF THE PORT 


5th Floor, Courthouse 
HOUSTON — TEXAS 
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instance, on a shipment from one point, say, A to B, on one line 
is 8c and from B to C, which is on another line, is also 8c, and 
the question is whether the 10 per cent should be deducted from 
the total of 16c or from the two 8c rates, which would make 
%c difference in reduction. 

Answer: It is our opinion that in the absence of a tariff 
provisions providing otherwise or of a rule or regulation of the 
state commission to the contrary, when applying the 10 per 
cent reduction of July 1, 1922, to a combination rate, each factor 
of the rate should be treated individually, that is, the reduction 
should be applied to each factor, and not just the total com- 
bination of rates. Each factor of a combination is in fact a 
rate in itself, and has been so considered by the Commission 
in dealing with general rate changes subsequent to the advance 
on June 25, 1918. 


Shipment—Expense Resulting from Mixing of Marks in Transfer 
of Merchandise from Ocean Steamer to Lake Vessel 


New York.—Question: A cargo of an imported commodity 
made up of several different marks is received at Montreal for 
transshipment to Menominee. In transferring the merchandise 
from the ocean steamer into the lake vessels, the various marks 
became mixed on account of working two or three holds of 
the ocean vessel at one time into the lake carrier. Although 
the different marks were consigned for the same consignee at 
Menominee, it required additional labor and expense to separate 
the merchandise according to marks. As but one brand can 
be used in the manufacture of one particular product, this ne- 
cessitated having the merchandise separated according to the 
marks. Consignee has filed claim for the full amount of addi- 
tional charges incurred on account of the different marks being 
delivered all mixed up. ; 

Will you kindly advise if consignee has any recourse on the 
steamship company for delivering his consignment in a mixed 
condition? Any reference or citations to cases covering such 
a matter will be very much appreciated. 

Answer: We can locate no decision of the courts in which 
this question has been at issue, although a somewhat similar 
question is involved in L. B, Cohen & Co. vs. Davis, 142 N. E. 
75, which case is referred to in our answer to “Georgia,” on 
page 982 of April 20, 1929, Traffic World, under the caption, 
“Liability of Carrier for Expense Incurred by Shipper from 
Transfer of Shipment by Carrier.” 

Shipping 

Indiana.—Question: We shall appreciate your answering the 
following question: September 11, 1928, we forwarded a ship- 
ment to a customer located at a point in Kentucky, which is 
reached by a boat line. 

The shipment was consigned to our customer in care of the 
Wharf Boat Company at one of the Ohio River cities, and they 
were instructed to forward the goods to destination. 

At the time the shipment was delivered to the boat owner 
his regular boat was undergoing repairs, and he had chartered 
another boat and barge for the trip. The chartered barge began 
sinking when part of the journey had been completed and was 
shoved on a sandbar to prevent a total loss of the cargo. Be- 
fore the cargo was removed from the barge, the water raised, 
part of the cargo was lost, and the remainder damaged. 

A claim was presented to the United States commissioner 
for that district and he has now informed us that he has been 
unsuccessful in getting all the claimants to sign an agreement 
whereby the boat which was undergoing repairs at the time the 
shipment was forwarded can be sold, and the amount received 
from the sale prorated among the claimants. He says all the 
claimants would not sign the agreement, and that the boat will 
now have to be sold by the court and that the expenses would 
probably exceed the amount realized from the sale. 

We do not understand why the boat which was undergoing 
repairs at the time the shipment was forwarded, and which 
was not used for transporting our shipment, should have to 
be sold in order to satisfy our claim. 

What is the liability of the charterer, and also the Wharf 
Boat Company in a case of this kind? If the charterer is finan- 
cially responsible, should the payment of our claim be held up 
pending the sale of his boat, which was not used for the trip, 
and is it your opinion that the boat owner’s liability is limited 
to the amount he will receive from the sale of the boat? 

Answer: Without more specific advice as to facts in the 
case, it would appear that the boat which was under repair at 
the time your shipment was forwarded is being sold as an asset 
of the Wharf Boat Company to satisfy claims which have been 
presented growing out of the loss of the cargo which was aboard 
the barge that sank. 

If, however, the Wharf Boat Company is financially respon- 
sible, we see no reason why the payment of your claim should 
be held up pending the sale of the boat, unless the sale is 
being made under the Federal Limitation of Vessel Owners’ 
Liability Statutes, it having been held that the charterer or char- 
terers of any ship or vessel, in case he or they shall man, 
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victual and navigate such vessel at his or their ow 
or by his or their own procurement, will be deemed ‘thet 
or owners of such vessel within the meaning of th © OWner 
statutes limiting the liability of vessel owners: an federa 
herself, when so chartered, is liable in the same ma the Shiy 
navigated by the owner. Thorp vs. Hammond, 19 wan a8 if 
20 U.S. (L. ed.) 419. ss a a 
Whether the owner or charterer is liable for loss 
age to goods depends upon the terms of the charter a 
whether the charterer is owner pro hac vice, in which’ oa 7 
is liable, or whether the charter party lets only the eae te 
vessel, the owner at the time retaining the command - “pe. 
session and control over its navigation, in the event th - DOs 
is liable. — 
The shipper under an ordinary bill of lading has hig rey,; 
against the ship, whether the charter is one where the — 
retains possession and command, or whether the control ax 
navigation pass to the charterer; but whether the own a 
the charterer is ultimately liable depends on the terms of te 
charter-party. It is immaterial, however, to the questi - 
liability whether the owner receives for the use of the . 
a stipulated sum or a share of its earnings. In either enn ts 
party who by the contract with the owner is entitled to - 
possession and command of the vessel is liable for not deliveries 
goods. If the charterer is pro hac vice, he alone is pergop i 
liable for injury to or non-delivery of the cargo, unless th 
owner has by his conduct induced a_ reasonable beliet a 
the shipper that the vessel was to sail on his account and 
under his direction and control. ee 
The owners of a chartered vessel, retaining control of her 
navigation, are liable for injuries or loss of cargo attributable 
to their fault or a non-excepted peril. Thus they are liable for 
injury to or loss of cargo occasioned by unaccustomed anj 
dangerous goods subsequently taken on board, the charterer net 
consenting, by unseaworthiness, improper stowage, or towage 
If after the vessel sails the cargo is damaged or lost in 
consequence of the unseaworthiness, the charterer can recover 
the value of the property so injured. 
Reconsignment of Less-than-Carload Shipments 


New York.—Question: On February 11 last, a large less. 
than-carload shipment was forwarded from here to a point “4” 
in South Carolina. Three days after the shipment had left, in. 
structions were given to the local agent to locate the shipment 
and have it forwarded or reconsigned to a point “C” on the 
same delivering railroad. The clerk, in handling the instruc. 
tions, wired the final destination, rather than endeavor to locate 
the shipment at the various transfers. 

The result, of course, was that a combination of the two 
rates was applied, namely, the one from here to the point “A.” 
and the local rate from point “A” to point “C.” A claim was 
entered against the originating carrier for overcharge, due to 
failure on the part of the local agent to properly handle the 
instructions, but carrier declines to pay any amount, as they 
state that less-than-carload shipments cannot be reconsigned 
on the basis of the through rate. The through rate to the final 
destination is not in order. They, however, merely make this 
statement, but do not give us any decision. 

It is our belief that the failure on the part of the clerk 
has caused this overcharge, and we would thank you to let us 
know of any decision which could be applied to a case of 
less-than-carload shipment of this nature. 

Answer: Under the interstate commerce act, the carriers 
may be required to comply with shipper’s instructions relative 
to diversion or reconsignment only under proper tariff provisious 
See Strobel Company vs. I. C. R. R. Co., 38 I. C. C. 707, 18 
also the Commission’s opinion in Kern & Sons vs. C. M. & St 
P. Ry. Co., 40 I. C. C. 552-554, in which case the Commission 
said that carriers subject to the act may not lawfully extei 
reconsignment without tariff authority. See, in this connection, 
Consolidated Rendering Co. vs. B. & M. R. R., 77 1. €. ©. lll 

It seems apparent that, in the absence of a tariff provisi0l 
authorizing the reconsignment of a shipment such as that 2 
question, the carriers are correct in assessing the local mt 
from origin to diversion point, plus the local rate from diversi 
point to point of final destination. 


TRAFFIC MANAGEMENT SURVEY 


“A wholesale fruit and produce dealer in the east report 
that its industrial traffic management department has reduce 
loss and damage claims since 1925 by 14 per cent through © 
operation secured from brokers by means of numerous circulats 


mailed to them containing information in regard to the proper 
packing of perishable commodities,” says the transport 
n me 


division of the Department of Commerce in connectio 
traffic management survey. “This department also keeps . 
close touch with the railroads to see that shipments have propet 
transportation, proper interchange with connecting cartier’, - 
proper re-icing.”’ 
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Concerning foreign bound 
freight shipments 




































Loading automobiles to 
barges at Jersey City 


Erie annually carries thousands of new 
automobiles to the Port of New York 
for trans-shipment to foreign lands. 


From the factories they are quickly 
brought to tidewater and swung 
from cars to lighters or directly 
into the holds of waiting ships and 
again are on their way to the far 
reaches of the earth. Erie has 
the equipment for their safe 
swift handling. 





There is no article of commerce 

that Erie cannot readily handle 
between car and ship, whether it 
be grain, perishable products, or 
great weights and sizes requiring 
specially huilt cars and high 
elearances. Tell your shipping 
problem to an Erie man. 


THE RESOURCES OF THE HEAVY 
DUTY RAILROAD ARE AT YOUR 
SERVICE. 








SHIP EL 


Waiting to be placed 
on shipboard 








ERIE RAILROAD SYSTEM 


Route of The Erie Limited 
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. Doings of the Traffic Clubs 





A meeting of the San Antonio Traffic Club was held No- 
vember 12, with W. D. Turbeville, of the Southern Pacific, in 
charge. J. C. Carter, personal representative of the executive 
vice-president, Southern Pacific, at Houston, was the principal 
speaker. The annual banquet will be held December 3, with 
J. M. Fitzgerald, assistant to the chairman of the Committee on 
Public Relations, Eastern Railroads, as speaker. 





At a luncheon of the Traffic Club of New Orleans Novem- 
ber 18, P. D. Parks, assistant to vice-president, United Fruit 
Company, will present moving pictures of a cruise in the 
tropics, which will be explained by a lecturer. “Streckfus Line 
Dance” will be held aboard the steamer J. S. De Luxe Novem- 
ber 26, through the courtesy of Roy M. Streckfus, southern 
manager, Streckfus Steamboat Line, a member of the club. 





Edward N. Hurley, chairman of the Shipping Board during 
the war, will speak on “Reducing Working Capital in Indus- 
try” at a luncheon of the Traffic Club of Chicago at the Palmer 
House November 20. Many guests prominent in transportation 
and industry have been invited. 





The Norfolk-Portsmouth Traffic Club elected the following 
officers October 26: President, J. H. Threadgill, manager, In- 
ternational Mercantile Marine; vice-president, H. C. Mitchell, 
assistant general freight agent, Virginia Railway; vice-president, 
W. B. Jester, traffic manager, D. Pender Grocery Company; 
secretary, P. V. Fitchett, assistant traffic manager, Portsmouth 
Cotton Oil Refining Corporation; treasurer, J. H. Peters, traffic 
manager, Southgate Brokerage Company; governors, H. V. 
C. Wade, Norfolk-Portsmouth Freight Traffic Committee; M. Daily 
Walsh, traffic manager, Wm. Sload and Company, and Harvey 
C. Noy, traffic manager, Ford Motor Company. G. F. Palmer, 
agent, Norfolk and Western, will serve another year as governor. 





The Junior Traffic Club of Chicago is conducting a member- 
ship campaign. Under the plan it is expected that each mem- 
ber obtain one or more new members by February 6. The next 
meeting will be December 7. The annual dinner has been set 
for March 6. Members and their guests have been invited to 
make an inspection tour of the new classification and “hump” 
yards of the Chicago and Northwestern at Proviso, IIl., No- 
vember 19. 





The eleventh annual dinner of the Traffic Club of Kala- 
mazoo will be held at the Columbia Hotel November 19. 





F. A. Parkins, Atlanta Joint Terminals, addressed the Traf- 
fic Study Club of the Traffic Club of Atlanta at the Chamber of 
Commerce, November 13, on traffic and development of trans- 
portation in the United States. H. A. Manning, president of 
the club, presided. 





Thanksgiving will be observed at the monthly meeting of 
the Transportation Club of Evansville at the Vendome Hotel 
November 20. A special dinner will be served and the Rev. 
Cc. P. McKinney, of Simpson M. E. Church, will talk on “Thanks- 
giving.” In addition, entertainment will be provided and the 
delegates to the semi-annual meeting of the Associated Traffic 
Clubs of America at St. Louis will make their report. 





A meeting of the Traffic Club of Denver was held at the 
Daniels and Fisher Tea Room November 15. F. H. Faus, gen- 
eral agent of the Rock Island, was in charge of the entertain- 
ment. President J. E. Gorman, of the Rock Island, and other 
officials were guests. President Gorman was the _ principal 
speaker. Governor W. H. Adams, of Colorado, and Mayor B. F. 
Stapleton, of Denver, were also guests. 





Traffic Club of Elmira (New 
J. M. Fitzgerald, assistant to 
Eastern Rail- 


The annual dinner of the 
York) will be held January 16. 
the chairman, Committee on Public Relations, 
roads, will speak. 





The weekly luncheon of the Traffic Club of Kansas City 
November 11 was not held. The annual dinner has been set 
for January 23 at the Hotel Muehlebach, at which the principal 
speakers will be Prof. L. C. Sorrell, of the University of Chicago, 


and J. M. Fitzgerald, assistant to the chairman of the Commit-. 


tee on Public Relations, Eastern Railroads. Prof. Sorrell is 
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expected to speak on “Railroad Consolidation” 


gerald on “Inland Waterways.” and Mr. Pip, 





The monthly meeting of the Traffic Club of Sioux ¢; 
be held at the Chamber of Commerce November 20. City wiy 





“Annual Initiation Night” will be observe 
Traffic Club at the German Home November 7 by the Om 


a turkey raffle and initiation of new members. There Will 





At its last meeting, the Association of Traffic Stuq 
Cincinnati changed its name to the Traffic League of Ci ie 
The league has for its purpose, it is stated, snetnnat 
in traffic education on the part of industrial and ra; 
men in the Cincinnati district.” Its membership tee te 
men actively engaged in handling traffic matters ie " 
knowledge of the fundamentals of transportation, ang ap 
gram contemplates a series of monthly dinner meetings re 
lowed by round-table discussion on traffic subjects ne 


“the advancemen; 





A dinner and dance will be given by the Mo ite, 
Club of Detroit at the Fort Shelby Hotel November 1) 
tainment will include the Duo Art Ensemble, presenteq thrown 
the courtesy of Grinnell Brothers. The nominating com — 
will announce its selection of candidates. 7 

At the annual election of the Traffic Club of Newar; x 
vember 4, John L. Hughes, general agent of the Railway alone 
Agency, was elected president. Under the retiring preside, 
D. R. Crotsley, the club is said to have had one of its mos 
successful years. Membership now exceeds 500. The twentieth 
annual banquet will be held at the Elks’ Club February 6. 





The semi-monthly meeting of the Cooperative Traffic Asso. 
ciation of New York will be held November 21. A dinner dane 
was given November 9, at which there was an attendance o 
175, in the club rooms of the New York Traffic Club in the 
Park Central Hotel. At the last meeting Mr. O’Mara spoke op 
import and export rates. Preparations have been completed 
for the “annual stag smoker and turkey distribution,” to be held 
on November 26 at the 69th Regiment Armory. 

The speakers for the sixth annual banquet of the New 
Britain Traffic Association, which will be known as “New Enz 
land Night,” will be: John J. Pelley, president, N. Y. N. H é 
H.; Percy Todd, president, Bangor & Aroostook, and N. V. 
Hawkes, vice-president, Boston & Maine. Music and entertain. 
ment will be furnished by the N. Y. N. H. & H. orchestra of 
— Mass., and the Railroad Male Quartet, of the same 
ine. 

The Traffic Club of New York held a forum meeting in its 
club rooms in the Park Central Hotel November 14. Vice-Presi- 
dent Walter Bockstahler presided and the subject was “Rela: 
tionship Between Railroad Operating Departments and Industrial 
Traffic Departments.” The chief speaker was J. M. Haines 
superintendent of transportation, Lehigh Valley, Bethlehem, Pa. 





A “Thanksgiving Party” will be given by the Transportation 
Club of St. Paul November 22 at the Weequah Club. There vil 
be dancing. Jess Pugh, “human dyspepsia tablet,” has been 
obtained as the principal speaker for the annual banquet Jat: 
uary 23. 

The Akron Traffic Club will hold its annual dinner at tle 
Portage Hotel December 17. 





The principal speaker at a meeting of the Pacific Trait 
Association at the Palace Hotel, San Francisco, November I, 
was Dr. Ng Poon Chew, editor of Chung Sai Yat, leading Chinese 
newspaper in San Francisco. His subject was “China Today. 
In addition, H. L. Kent, terminal trainmaster, Southern Pacilt. 
spoke on “Terminal Train Operation,” and there were two shor! 
talks on football by Bob Evans, California Referees’ Association, 
and Cort Majors. 





Round-table discussion of local transportation problems ¥ 
be a feature of the program at a dinner meeting of the Bridge 
port Traffic Association at the Algonquin Club November 18. 
group of officials representing transportation companies direct! 
serving Bridgeport will be guests, each of who mwill speak 
briefly concerning his particular problems. 





“A Circus Ball” will be given by the Birmingham Trif 
and Transportation Club at the Hoflywood Country Club *° 
vember 26. An elaborate program is promised. 





At the weekly luncheon of the Traffic Club of St. Louis 
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THE REDWOOD LINE 


Announces an Even Greater 
Gulf-Intercoastal Steamship Service 
Between the Gulf of Mexico 


And Pacific Coast Ports 
On the Same 14-Day Sailing Schedule 


The Traffic World 








| Direct service to Seattle, Portland and Tacoma as well as 
to Los Angeles and San Francisco is now offered and on 
| the Gulf Coast, Houston, Galveston and the Sabine ports 
will be served in addition to New Orleans and Mobile. 





CHICAGO 
Ray F. Thompson 
2118, 105 W. Adams St. 


NEW YORK 
H. E. Devoy 
7-11 Water Street 


ST. LOUIS 
H. W. Hoffman 
1956 Railway Exchange 








A New Ship Added 


So great has been the response of the Midwest Shippers to the Redwood Line’s effort 
to enable them to market their goods on the Pacific Coast on a competitive basis 


that 


The Redwood Line felt that it could not fail to maintain its sailing 
schedule while increasing its territory and for that reason added the 
S. S. Delight to the five ships it was already operating. 





HOUSTON, GALVESTON, 

| PORT ARTHUR, BEAUMONT, 

ORANGE, LAKE CHARLES 
Gulf Caribbean S.S. Line, Inc. 


SEATTLE, PORTLAND, 
TACOMA 


McCormick Steamship Company 
McCormick Terminals 


MOBILE 
Wm. Gorman 
206 State Office Bldg. 





BIRMINGHAM 
H. B. Rox 
201 Brokers Bldg. 


NEW ORLEANS 
Albert H. Start 
1415 New Orleans Bank Bldg. 





SAN FRANCISCO LOS ANGELES 


L. B. Fitch, Western Traffic Mgr. E. M. Cantelow 
1 Drumm Street 704 So. Spring Street 


REDWOOD LINE, Inc. 


THEODORE BRENT E. A. RATELLE C. D. ARNOLD 
Pres. Asst. to Pres. Asst. Traffic Mer. 





General and Local Offices Located: 
1421 New Orleans Bank Building - - - - - - - - 
NEW ORLEANS 


eS ' 


226 Carondelet Street 
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November 18, Robert W. Kelso, director of the Community Fund, 
will be the speaker. Members of the St. Louis Railway Club, 
the “Gateway” Club, St. Louis Shippers’ Conference, Local 
Freight Agents’ Association, Junior Traffic Club of St. Louis, 
City Passenger Agents’ Association and St. Louis Passenger 
Club will be guests. 





The Traffic Club of Kansas City will hold a meeting at the 
Baltimore Hotel November 18, with the Rev. Henry Neal Hyde, 
executive secretary of the Episcopal Diocese of West Missouri, 
as the speaker. 





The monthly dinner meeting of the Grand Rapids Trans- 
portation Club will be held at the Rowe Hotel November 21. 
George W. Welsh, city manager of Grand Rapids, will be the 
speaker. 


The Traffic Club of Kalamazoo has elected the following 
officers: President, Charles H. Winslow, Chamber of Com- 
merce; vice-president, Claude Fenstermaker, Sutherland Paper 
Company; secretary, Arthur J. Wolcott, Kalamazoo Stationery 
Company; treasurer, L. R. Peterson, Universal Carloading and 
Distributing Company; governor (three years), Lester E. Weirs, 
J. W. Ryder Coal Company. Jess Pugh, of Indianapolis, char- 
acter impersonator and entertainer, will be the speaker at 
the annual dinner November 19. Mr. Winslow first entered 
transportation in 1910, when he joined the Grand Trunk Rail- 
way, at Battle Creek, as stenographer, advancing to the posi- 
tion of chief clerk. He resigned in 1916 to enter industrial 
traffic work with the Briscoe Motor and later went to the 
Hayes Motor Wheel Company, at Jackson, Mich. In 1919, after 
serving in the army in the World War, he joined the trans- 
portation department of the Chamber of Commerce at Kalama- 
zoo, where, excluding one year spent in Wisconsin, he has con- 
tinued since, now serving as manager of the department. For 
several years he was secretary of the traffic club. 





NEW RAILROAD HEAD 





P. & A. Photo 

Thomas Nelson Perkins, member of the Reparations Conference, 

which resulted in the adoption of the Dawes plan, above, was 

elected acting president of the Boston and Maine Railroad, to 
succeed the late George Hannaiier. 
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OSes. 
Personal Notes 


BOBO 2 0 O90 o oOo 9 Oe Be oo Soe Soro Wer GoGo Bor Goo Sor Gor Os aaa ee 


George C. Peery, of Tazewell, Va., formerly a member ,, 
Congress, has been appointed a member of the State Corn < 
tion Commission of Virginia, by Governor Byrd, succes; 
Commissioner Louis S. Epes, appointed to the Virginia eee 
Court of Appeals. aia 

W. F. Barwell has been appointed assistant genera] freigh; 
agent, in charge of solicitation, Merchants’ and Miners’ Trans 
portation Company, with headquarters at Boston. 7 

F. E. Williamson has been elected president of the Burling 
ton Transportation Company, succeeding T. J. Thomas ,. 
signed. W. E. Fuller has been elected vice-president, succes 
ing H. W. Johnson, resigned. Mr. Fuller will have direct chars, 
of all the company’s activities. Mr. Johnson has been elected 
auditor, succeeding H. D. Foster, resigned. “7 

Everett D. Davis has been appointed freight traffic man: 
ager, Buffalo, Rochester and Pittsburgh, with headquarters at 
Rochester. i 








BOSTON & MAINE IMPROVEMENT 

A $3,000,000 improvement program by the Boston & Maino 
Railroad is announced by Thomas Nelson Perkins, acting presi 
dent of the road. The program, which will permit operation of 
the heaviest and most modern freight and passenger equipmer; 
on the Connecticut River line as far as White River Junctiop 
and on the southern division main line from Boston to White 
River Junction through Nashua and Manchester and Concord 
includes the rebuilding of many bridges, the strengthening o: 
all other bridges, and extensive grade revisions on the (op. 
necticut River line between Greenfield and White River Junction 
This improvement was planned by the late President Hannaue; 
It will be completed next September. 





SHIPPING FUR-BEARING ANIMALS 

The Pacific northwest is providing fur-bearing animals fo 
breeding purposes in foreign countries, and the industry is 
making profitable strides, according to breeders. The animals 
are being shipped across the country in carloads. <A $102.00) 
carload shipment of foxes to Germany and Sweden recently was 
handled from Seattle by the Northern Pacific. A second of 
these carloads, valued at $157,000, was handled last week by 
that railway company. The shipment consisted of 186 pairs 
of foxes and 70 pairs of mink, raised in the vicinity of Spokane, 
Wash. They were loaded in a specially prepared 70-foot steel 
baggage car. The car was handled by the Railway Express 
Agency from Spokane to New York. The express charges were 
reported to be around $1,500. They will be used to establish 
fur farms in Finland, Sweden and Norway. A supply of fresh 
meat was carried as feed for the animals on the trip between 
Spokane and New York, according to officials of the Northem 
Pacific. 


POSITIONS WANTED OR OPEN 


TRAFFIC MANAGERS complete your files. Back numbers of o 
Traffic World with indices 1911-1927, inclusive. Address A. R. B 
248, care Traffic Word, Chicago, IIl. 


APPROVED BY AUTHORITIES because they are simple, a¢- 
curate, concise. Traffic department forms promote faster handiine 
of your orders. e 


Eliminate extra clerical work through guarant 
perfect printing. Send for your free copy of folder today. shes 
Traffic Service Corporation, Merchandise Department, 41 South Mar 
ket Street, Chicago, Il. 

















TRAFFIC MANAGER wants connection; industry or organil 
tion; eleven years’ exceptional experience, railroad, chamber of com 
merce and industrial traffic managment; wide and favorable acqualt” 
ance C. F. A. railroad officials; thoroughly conversant with rate yond 
tures, milling and grain transit privileges and procedure before hy 
missions. Also capable and successful in buying, selling ore four 
ecutive work; resourceful and energetic; married; age thirty 
in own business at present; prefer C. F. A. location, — = 
anywhere for good opportunity; gilt-edge references ae Wal 
request, but prefer interview. Address Box 246, care Traffic Wor 
Chicago, IIl. 


POSITION WANTED—Traffic manager or assistant, Broad 
position desired with commercial or industrial organization. iad 
experience, rates, claims, informal complaints, 12 years Trafic 
service, LaSalle trained, age 30. Address C. O. H. 230, care 
World, Chicago, Ill. 


You may either write or wire our Washington office 


for information concerning matters in any departme 
of the government there, if you are a subscriber 








ant, employee, 
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Digest of New Complaints 
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No. 22627. Sub. No. 1. Sonken-Galamba Kansas City, 
Kan., vs. C. B. & Q. et al. 

Rates and charges in violation sections 1 and 6 of act, scrap 
iron or steel and other waste or scrap metals and materials, be- 
tween points within Kansas City (Mo.-Kan.) switching district. 
Asks cease and desist order and reparation. 


Corporation, 


No. 22756. Sub. No. 1. Farmers’ Elevator Co., Dunkerton, Ia., vs. 
Cc. G. W. 

Alleges overcharge on bulk shelled corn, Dunkerton, Ia., to 
Chicago, Ill. Asks refund. 

No. 22781. Sub.. No. 19. George Allison & Co., Inc., et al., New York 
City vs. C. & W. C. et al. 

Unreasonable rates, vegetables, points in South Carolina to 
New York City. Ask reparation. 

No. —— Liberty Glass Co., Sapulpa, Okla., et al. vs. A. & W. P. 
et al. 

Unreasonable rates, glass bottles or glass fruit jars, Okmulgee, 
Sapulpa, and Poteau, Okla., to points in Alabama and Georgia. 
Asks reparation. 

No. 22787. Lord & Spencer, Inc., Boston, Mass., vs. C. & W. C. et al. 


Unreasonable rates, cucumbers, Allendale, S. C., to Boston, 


Mass. Asks reparation. 
No, 22788. Crab Orchard Improvement Co., Eccles, W. Va., et al. vs. 
Virginian et al. 

Rates and charges in violation of sections 1 and 6 of act, 
bituminous coal, Eccles, W. Va., to St. Benedict, Pa. Asks rates 
for future and reparation. 

No. 22789. Fry Equipment Corporation, Ft. Wayne, Ind., vs. Penn- 
sylvania. 

Rates in violation of sections 1, 2, 3 and 6 of act, iron and steel 
oil tanks, unfinished, Cleveland, O., to Rochester, Pa. Asks rates 
for future and reparation. 

No. 22790. Chamber of Commerce of Casper, Wyo., et al. vs. Santa Fe 


et al. 

Unreasonable rates, bananas or mixed carloads of bananas and 
coconuts, Mobile, New Orleans, Gulfport, Galveston and El Paso 
to Casper, Wyo. Ask rates for future and reparation. 
en Terry & Lewis Sand & Gravel Co., Inc., Galesburg, IIl., vs. 
Rates in violation sections 1, 3 and 13 of act, sand and/or garvel, 
Gladstone, Ill., to Iowa stations. Avers LaGrange, Mo., Burling- 
ton and Ottumwa, Ia., preferred. Asks rates for future and 
reparation. 

22792. Atlantic Refining Co., Philadelphia, Pa., vs. Atlantic City 
R.. KH. et al. 

Charges in violation first three sections of act, petroleum prod- 
ucts, Philadelphia, Pa., to points in southern New Jersey. Ship- 
pers at Jersey City, Bayonne and Bayway, N. J., preferred. Asks 
rates for future and reparation. 

22793. Packer Produce Mercantile Agency et al., Kansas City, Mo., 
vs. A. & W. et al. 

Charges in violation sections 1 and 6 of act, celery, points in 
Florida south of Jacksonville to Decatur, Mich. Asks rates for 
future and reparation. 

22794. A. M. Taylor, trading as Birmingham Hide & Tallow Co., 
Birmingham, Ala., vs. Central of Georgia et al. 

Rates in violation sections 1 and 3 of act, salt, Jefferson Island, 
La., and Salt Mine Station, La., to Birmingham, Ala. Avers 
Meridian, Miss., preferred. Asks rates for future and reparation. 
- 22795. National Drawn Steel Co., Laughlin, O., vs. Pennsylvania. 

Unreasonable charges, sulphuric acid, New Castle, Pa., to 
Laughlin, O. Asks rates for future and reparation. 

. 22796. Florida Power Corporation et al., St. Petersburg, Fla., vs. 
A. ©. Te al. 

Illegal rates, electric generators and circuit breakers and parts 
thereof, Erie, Pittsburgh and Paschall, Pa., to Florida points south 
of Jacksonville. Asks reparation. 

22797. Bridgernan Russell Co., Sioux Falls, S. 
Railway Express Co. et al. 

Unreasonable charges, milk and cream, points in Kansas, Ne- 
braska and Iowa to Sioux Falls, S. D. Asks reparation. 
or A. E. Staley Mfg. Co., Decatur, Ill., vs. Atlantic & Yadkin 
et al. 

Rates in violation first three sections of act, granite, rough, 
eS, or sawed or hammered or chiseled, Mt. Airy, N. C., to 

ecatur, Ill., as compared with rates to Cincinnati, St. Louis and 
Chicago. Asks reparation. 
. 22799. Armour & Co., Chicago, Ill., vs. C. B. & Q. et al. 

Rates in violation sections 1 and 3 of act, hogs, points in Cali- 
fornia, Iowa, Nebraska, North Dakota and South Dakota to 
Spokane, Wash., as compared with rates to Los Angeles, Calif. 
Asks rates for future and reparation of $50,000. 

22800. Armour and Co., Chicago, Ill., vs. C. B. & Q. et al. 

Unreasonable, discriminatory and prejudicial rates, livestock, 
to and from South Omaha, Neb., because defendants absorb full 
published switching charge of terminal and switching lines at 
Sioux City, Ia., and at St. Joseph, Mo., while requiring shippers 
to the Omaha-South Omaha market to pay the line haul rates 
plus a portion of the switching charge of the South Omaha 
Terminal. Asks relief for future and reparation. 

. 22801. Endicott Johnson Corporation et al., Endicott, N. Y., vs. 

Buffalo & Susquehanna et al. : 

Unreasonable rates, bituminous and cannel coal, from Penn- 
sylvania mines to Bingham, Endicott, Johnson City and Owego, 
N. Y. Asks rates for future. 

22802. George F. Fish, Inc., New York City, vs. West Shore et al. 

Switching charges in violation section 1, 3 and 6 of act, celery, 
Macedona, N. Y., to New York City. Alleges celery growers at 
North Macedon, Walworth and other points in New York pre- 
ferred. Asks that carriers waive collection of charges in issue. 
22803. M. G. Ambrosini & Co. et al. (address not given) vs. 
Great Northern et al. 

Illegal and unlawful rates and charges, stone and granite, points 
in Vermont and Georgia to St. Cloud, Minn. Ask reparation. 
No. 22804. Armour and Co., Chicago, Ill., vs. Great Northern et al. 

Rates in violation sections 1 and 3 of act, bituminous coal, Ash- 

land and Superior, Wis., and Duluth, Minn., to West Fargo, N. D. 

Consumers in Minnesota and South Dakota preferred. Asks rates 

for future and reparation. 


No. 


No. 


D., vs. American 
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. 22808. Henry Manderscheid, Sioux City, Ia., vs. Cc. B & 


. 22809. 


. 22810. Alkire-Smith Auto Co. et al., 


. 22814. Meridian Traffic Bureau for Meridian Grain & Elevator (; 


. 22816. 


. 22817. The Bay Co., Bridgeport, Conn., vs. D. L. & W. et al. 


. 22820. Schroon River Pulp & Paper Co., Warrensburgh, N. ¥., ® 
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22805. International Cement Corporation, New ae 
C. & O. et al. W York, N.Y, 


Charges in violation sections 1 and 6 of act, 




















































balls, Peru, Ind., to New Orleans, La., for export, Grinding 

and desist order and reparation. * ASKS ceagd 

. 22806. L. N. Grant, Weldon, N. C., vs. A. C. L, et al 
Rates in violation sections 1, 3 ahd-13 of act, common 


Weldon, N. C., to points in Virginia and Georgia. Points in <2 





preferred. Virginia intrastate traffic preferred. Asks rat. 
future and reparation. TAates fog 
. 22807. Merchants and Planters Plant Food Co., North Lity Roe 


Are., Va. ©. HR. 4. & PB. ot al. 

Rates and charges in violation sections 1 and 3 of a 
phosphate rock, Mt. Pleasant, Tenn., to North Little Rock Crude 
as compared with rates on commercial fertilizer, Asks hy. 


future and reparation. 


Rates in violation first four sections of act, cereal Ad. . 
and ginger ale in straight or mixed carloads, St. Joseph + a 
Sioux City, Ia. Alleges Omaha, Neb., Council Bluffs’ .,;’: 
Mars, Ia., preferred. Asks rates for future and reparation a 
Traffic Bureau, Chamber of Commerce, Aberdeen ¢ + 
et al. va..C. M. & St. P. et al. —s 

Unreasonable rates, steam coal, Roundup, Mont., to Aberd 
S. D. Ask rates for future and reparation. vee 
Salt Lake City, Utah, . 
Bamberger Electric et al. f To 

Charges in violation of section 6 of act, automobiles ang extr: 
parts, St. Louis, Mo., to Salt Lake City and Ogden, Utah, 1. 
refund. ie: 


. 22811. Smith Brothers, Inc., Dallas, Tex., vs. Santa Fe et a) 


Rates in violation sections 1 and 3 of act, contractor's Machiner 
and outfits, Red Bluff, N. M., to El Paso, Tex. Also alleges on 
charge under section 6. Shipping points in Texas, Oklahoma, 4>. 
zona, California and New Mexico, excluding points on Santa p 
south of Clovis, intermediate to Pecos, to El Paso, preferrej 
Ask rates for future and reparation. 7 


. 22812. Topeka (Kan.) Chamber of Commerce et al. vs, Santa P: 


et al. 

Unreasonable rates, iron and steel articles, St. Louis, Mo., ci). 
cago, Ill, Ashland, Ky., Middletown and Youngstown, 0., Pit;s 
burgh and Bethlehem, Pa., and Wheeling, W. Va., to Topeka anj 
to Kansas destinations when fabricated at Topeka. Ask rates fo 
future and reparation. 

. 22813. pon Shore Material Co., Libertyville, Ill., vs. C. M. && 
2. Ot al 

Charges in violation sections 1, 3 and 4 of act, crushed stone, 
Racine, Wis., to Glenview and other Illinois points. Producers 
at Hammond, IIl., Janesville, Beloit and Waukesha, Wis., pr- 
ferred. Asks reparation. 










et al., Meridian, Miss., vs. G. M. & N. et al. 

Rates in violation first three sections of act, grain, grain prod. 
ucts, mixed feed and other commodities, granted transit at Merii- 
ian, Miss., and forwarded therefrom to stas. on the L. &N. 
pers at Jackson, Miss., Memphis, Tenn., Cairo, IIl., St. Louis ani 
other points preferred. Ask rates for future and reparation. 

. 22815. Saniwax Paper Co., Kalamazoo, Mich., vs. Ann Arbor et al 
Rates in violation first two sections of act, waxed wrapping 
paper or wrappers, printed or imprinted, in sheets, cut to size, it 
less carload lots, Kalamazoo, Mich., to official and western clast- 
fication points. Asks rates for future and reparation. 
Ontonagon Fibre Co. et al., Ontonagon, Mich., vs. C. 
a PF. & P. et al. 

Unreasonable rates and charges, woodpulp board, Ontonagon, 
Mich., to Menasha, Wis. Ask reparation. 










































Rates and charges in violation sections 1 and 3 of act, cotton 
piece goods, Minetto, N. Y., to Bridgeport, Conn., as com 
with rates from Chadwick, N. Y., to New Haven, Conn, Asi 
rates for future and reparation. 

. 22818. Illinois Coal Traffic Bureau, Chicago, IIl., vs. Alton & East: 
ern et al. : 

Rates in violation sections 1 and 3 of act, and Hoch-Smil 
resolution, bituminous coal, Illinois mines to Chicago, Ill, and to 
Chicago switching district in Illinois and Indiana via interstatt 
routes and to other Illinois destinations reached via interstalt 
routes. Shippers of coal from the inner and outer crescent ~ 
tricts and west Kentucky coal fields preferred. Asks rates 
future. 

. 22819, Mosaic Tile & Marble Co., Inc., West Palm Beach, Mit, 
vs. F. E. C. et al. 

Rate and charges in violation sections 1 and 6 of act, -_ 
tile, New York, N. Y., to West Palm Beach, Fla. Asks repara 


































D. & H. et al. ? : 1, mines 
Rates in violation sections 1 and 3 of act, bituminous coal, Cor 
in West Virginia and Pennsylvania to Warrensburg, N. ster 
petitors at Corinth, Glens Falls, and Plattsburgh, N. Y., pre 
Asks rates for future and reparation. : LéP 
22821. General Mills, Inc., Minneapolis, Minn., vs. C. R. the act 
Rates and charges in violation sections 1, 4 and 6 és 
wheat, from Kansas points southwest of Hutchinson to exit 
Kan., milled into wheat flour reshipped to Galveston as i 
no complaint against rates and charges of K. C. M. & a 
for transportation from Wichita to Galveston. Asks ce 
desist order and reparation. ‘ty. Utah, ® 
. 22822. Alkire-Smith Auto Co. et al., Salt Lake City, 1 
C. & E. I. et al. . nd extra 
Charges in violation section 6 of act, automobiles ae 
parts, Flint, Mich., to Salt Lake City, Utah. Ask ss et! 
22823. F. S. Royster Guano Co., Norfolk, Va., vs. ¥. ig 
Unreasonable rates, fertilizer or superphosphate (ac 
phate), in bags, Baltimore, Md., to eastern Trunk L 
England territories. Asks rates in effect on like comm 


bulk. oid 
. 22824. The State of New Jersey, Trenton, N. J., vs. N. pA 
f act, wi 


























Alleges violation of sections 1, 2, 3, 4 and 6 of Harbor ‘Ast 
to lighterage and trucking charges at New York nsportatiet 
that defendants be required to apply in future to tra in NeF 






to and from points in New Jersey and to and from pointtne fora 
York City, just and reasonable rates, and to publis ble rates & 
of separately established rates or charges, reasone performed 
charges for lighterage service and motor truck serve 

by defendants at New York Harbor and New York € Lwiee 
. 22825. Atlantic Paving Co., Statesville, N. C., vs. *- 
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Fast Freight Service : Mexico 


Through the Ports of Tampico 
and Veracruz and the National 
Railways of Mexico 


North Littl Bae 


id 3 of act. 
Little Rock. 4 
°T. Asks rates «2 


Crd 


C. B. & Q. et 
Cereal bevers,, 
st. Joseph, i 
‘il Bluffs and | 
eparation. 
Aberdeen, ¢ ; 


From Veracruz to: 
Mexico City - - 23 hours 


nt., Aberdes 
oat to Aber Pachuca- - - - 23 hours 
eCity, Ui Puebla - - - - 20 hours 
jeden "Ga 

» Utah, ss 
nth Be an From Tampico to: 
s, Okla Pachuca- - - - 47 hours 


Paso, preferre 





t al. vs. Santa Pe ° H ‘ 

ee The National Railways of Mexico form the larg- 
Renn yh est rail system in Mexico (8465 miles of track) 
Sa serving 22 states, or approximately 76% of the 
ae total territory of the Republic. 

a Weekly Services: New York (Ward Line) 
ot, Crushed stone New Orleans (Cuyamel Line—American fai ' , th 
a. yun Fruit & Steamship Corporation.) For complete information, communicate wi 
in & El F.P. Dethre, Cm. Agent G. B. Aloneny Gen, Aout 
evator ( ° ° ° ildi . . . 

ee Through bills of lading issued by "Sow Vouk Gy” "5. Louie, Mo. 
ean ox ta steamship lines to all destinations —_F.N. Puente, Gen. Agt. A. Horcasitas, Com, Agt. 57, G Lona. Com. Age. 
he L. & N. Ship on the National Railways of Mexico ec | (C“‘neee “Chicago, Il 
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yen, Conn, Asks 


Responsible — Reliable — Reasonable 
228-236 WEST FOURTH STREET — “Surrounded by the Wholesale District” 






‘s. Alton & East- 


and Hoch-Smith 
cago, Ill, and to 
1a via interstate 
2d via interstate 
ter crescent dis- 

Asks rates for 





alm Beach, Fis, 


6 of act, quarry 
Asks reparation 


burgh, N. Y., 





inous coal, mine 
N. Y. Com 


irg, N. Y. 

N. ¥,, fet ° ° ° ° 7 ° 

é “ ¢ a Merchandise Storage — Low Insurance Rates City Delivery Service, Twice Daily 

<2 the at Pool Car Distribution Prompt and Efficient Service 

ison to Wichith Freight Forwarders and Distributors Excellent System of Stock Records and Reports 


ston for export 


1. & 0. or MY. Members: American Chain of Warehouses, American Warehousemen’s Association, Traffic 
Asks cease Club of K.C., Kansas City Chamber of Commerce, United States Chamber of Commerce. 


WRITE US FOR INFORMATION AND RATES 


City, Utah, ® 


8. & O. et al 
ste’ (acid phos 
; Line and Nev 
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onable rates © 
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Nn éwee 





CA Truck for every purpose in our Sixty-five 
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EDISON: 


Ls it true 
that with an Ed. 
phone. our average 
dictator can gain 
a month ayear ? 





YES. With an Ediphone al- 

rays at his desk, he is free to 
think and act independently 
of all office restrictions. This 
easily gains a half-houra day or 


a month in the business year. 


Let us prove this. Telephone “The Edi- 
phone,” your City, or ask us for the book,“An 
Easy Way to Chart Your Correspondence.” 


Ask for Travel Service 


THOMAS A. EDISON, INC. 
ORANGE, N. J. 


World-Wide Service in all Principal Cities 


LONDON OFFICE: 
Victoria House, 
Southampton Row 









Radio Program Monday Evenings 


The Traffic World ————______vol. xv, 





Rates in violation of sections 1, 3 and 4 of the act, 5 
dledeck, Va., to Paschall, N. C. Asks rates for futur and, Pug. 


aration. € and rep. 
No. 22826. Granite Cordage Co. et al., Hickory, N. C., yg c ; 
et al. » VB. C. of Ny 


Rates in violation of sections 1, 2 and 4 of the act chi 
Carteret, N. J., to Granite Falls, N. C., as compareq — Clay, 
to Charlotte, N. C., and other North and South Caroline Tates 

- Ask fetes for a eg eg ee 2 Doints 

©. 22827. arinette-Green Bay Manufacturing Co., Marj . 
vs. D. S. S. & A. et al. : Tarinette, Wis 
Unreasonable rates on excelsior bolts, points on South h 

Michigan to Marinette, Wis. Asks rates for future and — 
tion. Tepara. 

No. 22828. Westvaco Chlorine Products, Inc., et al., New York. x y 
vs. C. & O. et al. N.Y, 

Rates in violation of sections 1 and 3 of the act, liquid 


soda, in tank cars, South Charleston, W. Va., to Chattanat® 
Tenn. Saltville, Va., preferred. Ask rates for future and prac 


tion. 
No. 22829. Topeka Chamber of Commerce et al., To ae 
Santa Fe et al. peka, Kan, ys 
Rates in violation of sections 1 and 3 of act, peaches, points ; 
Illinois to Topeka, Kan. Jobbers and distributors at Kansas ci 
Leavenworth, Atchison and St. Joseph preferred. Ask rates} 
future and reparaion. a 
No. 22830. Simon Brown’s Sons et al., Blackville, S. C., ys ¢ ¢ 
& St. L. et al. die: 
Unreasonable rates, cantaloupes and vegetables, Blackville ¢ ¢ 
to Baltimore, Philadelphia, Boston and other destinations. 
reparation. en 
No. 22831. Toledo Pressed Steel Co., Toledo, O., vs. Ann Arbor ¢; 
Rates in violation of first three sections of act, iron or ste 
street repair torches, Toledo, O., to various points in Uris 
States, as compared with rates on meat roasters and auto raj. 
ators, lanterns, car inspectors’ torches, and other torches ; 
lighter construction. Asks rates for future and reparation, © 
No. 22832. Kuhn Paint & Varnish Works, Houston, Tex., vs, Cc ¢p¢ 
& St. L. Ry. et al. ‘ 
Rate in violation of sections 1, 2 and 3 of the act, lithopone ang 
zinc oxide, Hillsboro and Collinsville, Ill., to Houston, Tex, Asks 
reparation. ‘a 
No. 22833. The H. B. Smith Co., Westfield, Mass., vs. N. Y. ¢. etl 
Unreasonable rates, pig iron, Buffalo, N. Y., to Westfield, Mas: 
Asks reparation. Ms 
No. i. Val Blatz Brewing Co., Milwaukee, Wis., vs. C. M. St. P 


Charges in violation, section 6 of act, empty cases and bottles, 
Ingleside, Ill., to Milwaukee, Wis. Asks cease and desist order 
No. 22835. George A. Hormel & Co., Austin, Minn., vs. B. & 0, eta 
Unreasonable rates, fresh meats, straight or mixed carloads 
with packinghouse products, Austin, Minn., to eastern trunk line 
and New England territories. Asks cease and desist order ani 
reparation of $20,000. 
No. 22836. Caruso Rinella Battaglia Co., Inc., Schenectady, N, Y., \: 
C. & A. et al. 

Charges in violation first four sections of act, lettuce, points 
in California to Albany, N. Y. Asks relief for future and repara- 
tion. 

No. 22837. Arthur Kuesel Coal Co., Milwaukee, Wis., ws. C. & A. etal 

Rates and charges in violation sections 1 and 6 of act. Coal, 
points in Arkansas and Oklahoma to Wisconsin points. Asks rep- 
aration. 

No. 22838. J. W. Wells Lumber Co., Menominee, Mich., et al. vs. ¢ 
& N. W. et al. 

Rates or charges in violation first three sections of act, lumber 
and other forest products, from mills of complainants who ar 
transit operators to industries who are not transit operators 
cated at Iron Mountain and Menominee, Mich. Transit operators 
at Green Bay and other Wisconsin points and at Wells and other 
Michigan points preferred. Ask rates for future. 

No. 22839. Fort Wayne Union Stockyards Co., Fort Wayne, Ind, 's 
NN. 3. %. -e. Ee OC ME. 

Unreasonable and inadequate allowance for loading and ur 
loading livestock for outbound shipment. Asks allowance of $ 
and reparation. 

No. 22840. United States Potters’ Association et al., Pittsburgh, Pa 
vs. A. C. & Y. et al. 

Unreasonable rates, clay, points in Kentucky and _ Tennesst 
to points in Ohio, Pennsylvania, New Jersey and other states 
Ask rates for future and reparation. 

No. 22841. Calco Chemical Co. of Bound Brook, N., J., vs. L. V.et# 

Unreasonable rates, crude napthaline, N. York Harbor to Bound 
Brook, N. J. Asks cease and desist order and reparation. 

No. ~— John A. Casey Co., New York, N. Y., vs. Pennsyivanie 
et al. 

Unreasonable rates, turpentine, Savannah, Ga., and Jacksot 
ville, Fla., to New. York. Asks cease and desist order and r- 
aration. iy oll x 

No. 22843. William E. Jordan & Brother of Brooklyn, N. Y., vs. ** 
Haven et al. _— 

Unreasonable rates, coal tar oil, Bayway, N. J., and Matava 
N. J., to Holbrook and Boston, Mass. Asks cease and desist om 
and reparation. ’ age: 

No. 22844. Press Union Publishing Co. of Atlantic City, N. 4‘ 
D. & H. et al. 5 - yi t 

Unreasonable rates, news print paper, Glens Falls, N. att 

Atlantic City, N. J. Asks cease and desist order and repara’’” 
No. 22845. American Oil Supply Co., Newark, N. J., vs. Pennsylve 
et al. 


NUMBER OF RAIL EMPLOYES 


Class I railroads the middle of September had 1,747,89! ms 
ployes, an increase of 1.46 per cent, as compared with Septem” 
1928, and a decrease of 2.23 per cent as compared with yo 
tember, 1927, according to compilations made by the Bu 
of Statistics of the Commission from carrier Tepe 
number of employes in September by groups follows: serial 
tives, official and staff assistants, 16,986; professional, me 
and general, 272,417; maintenance of way and structures, “0 
331; maintenance of equipment and stores, 454,623; part 
tation (other than train, engine, and yard), 199,420; tre i 
tion (yardmasters, switch tenders and hostlers), 21,860; 
transportation (train and engine service), 320,254. 
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Happy in the thought 
that their shipments 
are made care 


COTTON 


CONCENTRATION 
COMPANY 


2 | Ship by Water 
WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle, Tacoma and Portland 


FROM 


BALTIMORE AND NORF OLK 


FAST FREIGHT SERVICE 





































With six high density presses 
and capacity of warehouses 
over 400,000 bales of cotton, 
we are in position to make 
prompt deliveries at a mo- 
ment’s notice. 









SAILING FROM 












Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 


Fer rates, dates of sailings and other informatien apply te 


WILLIAMS STEAMSHIP CORPORATION 























COTTON CONCENTRATION COMPANY 


The Home of Satisfied Shippers 












GALVESTON, TEXAS 8 Bridge Street, New York, Telephones: Whitehall 1398-9 
BALTIMORE, MD. PITTSBURGH, PA. NORFOLK, VA. 

GEO. SEALY, ae GARRISON, 39 South St. Oliver Bldg. Law Bldg. 
President V.P.&G Phone: PLAZA 7377 Phone: ATLANTIC 1432 Phene: NORFOLK 21265 









And at our Branch Offices at ports of call, etc. 

























yuullyy Pm the Sun has Made its Round 


imports have been safely transported 
from the Customs at Vera Cruz to 






ry Hd MEXICO CITY «nd PACHUCA. 
> — in 23 hours 
y, —_ — in 20 <All 


_— 
= 
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VERA CRUZ is 
Nearest Entry Port 


THE MEXICAN RAILW: RAILWAY ome Tage 


NDABLE:£ It Is the Shortest Line. 


Ship Via Water and Rail—Lowest Rates 


WEEKLY STEAMER SERVICE TO VERA CRUZ FROM 
NEW ORLEANS—AMERICAN FRUIT LINE 
NEW ORLEANS—CUYAMEL FRUIT LINE 
NEW YORK—WARD S.’S. LINE 


THE MEXICAN RAILWAY—Vera Cruz Route 


W. F. PATON, General Agent 
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ISAT A 
PREMIUM 


Styles, desires, and needs change so 
rapidly today, you must have your 
goods in the market at the strategic 
time to compete and make a profit. 
The American Mail Line offers you 
swift, dependable service to'and from 


Oriental ports. Sailings every other 

Saturday by ‘‘President Liners’’ from 

Seattle. Arrivals from the Orient on 

alternate Mondays. Through bills of 
lading issued to all Oriental ports. Speed 
your shipment over *‘the Short Route.”’ 


Six express ‘‘Cargo Liners’’ augment 
this service. 


T. J. KEHOE, Gen. Eastern Agt., 32 Broadway, New York 


W. G. ROCHE, Inc., Gen. Agt. R. W. Bruce, Gen. Agt. 
1714 Dime Bank Bldg. 110 So. Dearborn St. 
Detroit, Mich. Chicago, Ill. 


L. L. BATES, General Freight Agent 
1519 Railroad Avenue South, Seattle, Washington 


76 offices in 22 countries at your service 


American Mail Line 





Profits in the 
Shipping Room! 


Most firms do not expect profits from their shipping 
departments, but if you could cut 5 to 20% from 
your packing and shipping expense, that would 
naturally increase the net profit just that much. 


Through the application of Signode Tensional Steel 
Strapping, we have accomplished these savings for 
many firms. Don’t you think it would pay you to 
let us check up with you? Our work is entirely 
free from obligation or high pressure. Let us hear 
from you today. 


Signode Steel Strapping Co. 
2613 N. Western Ave., Chicago, III. 


SIGNODE 


The Sealed Steel Strapping 


We also manufacture round wire tensional reinforcements, wire 
tying machines, all forms of nailed strapping, pail clasps, 
clutch nails, tag fasteners, etc. Write for general catalog. 
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i ian ana 
Docket of the Commission 
ee iia 


NOTE—lItems in the Docket marked with an asterisk (*) 
having been added since the last issue of The Traffic Worig ‘one 
lations and postponements announced too late to show the A... ‘ 
this Docket will be noted elsewhere. ange in 


November 18—Houston, Tex.—Railroad Commission of Texas 
member thereof: S, OF an; 
Finance No. 7770—Application San Antonio and Aransas p 
for authority to construct an extension of branch line ae Ry 
county, Tex. Harris 
Finance No. 7814—Application International-Great Northern Ry 
— to construct an extension of its line in Harris =~ ~ 
oe unty, 
November 18—Toledo, O.—Examiner Gwynn: 
1. & S. 3372—Grain from Wabash Ry. stations to points in M 
igan and Ohio. Re 
November 18—Washington, D. C.—Examiner Davis: 
Finance No. 7747—Application Abilene & Southern Ry, for authorit; 
> construct an extension of its line from Ballinger to San oom 
ex. 7 


November 18—Kansas City, Mo.—Examiner Taylor: 

' 17287—American Window Glass Co. vs. A. T. & S. F. Ry, et a 
20170—National Sash & Door Co. et al. vs. A. T. & S. F. Ry. et, 
' 21209—Aalfs Paint & Glass Co. et al. vs. A. T. & S. F. Ry sta’ 


November 18—Minneapolis, Minn.—Examiner Maidens: 

* 22527—Northern Potato Traffic Assn. vs. A. T. & S. F. Ry. et aj 

aoe (ant Sub. 1)—Northern Potato Traffic Assn. vs. A. T. & § 
. Ry. et al. ii: 


November 18—Harrisburg, Pa.—Examiner Wilbur: 
22596 (and Sub. 1)—National Slag Co. et al. vs. A. C. R. R. et al 
22596 (Sub. 2)—National Slag Co. et al. vs. A. C. R. R. et al 


November 18—Argument at Washington, D. C.: 
20693—Ichabod T. Williams & Sons vs. A. C. L. R. R. et al. 
21026—Carbon Limestone Co. vs. Penna. R. R. et al. 
21159 (sub. 1)—Prendergast Lumber Co. vs. Un. Pac. R. R. 
Finance Nos. 5557 and 5558—Abandonment of branch line by Detroit 
& Mackinac Ry. 
oa a oe 7744—Assumption. of obligation and liability of N, y 


Ich- 


November 18—San Francisco, Calif.—Examiner Cheseldine: 
1. & S. 3374—Woolen clothing from California and north Pacif; 
Coast points to eastern destinations, transcontinental. 
1. & S. 3355—Wharfage charges at Honolulu, Hawaii. 


November 18—Atlantic City, N. J.—Commissioner Campbell and Ex. 
aminer Howell: 

21095 (and consolidated cases)—Rates on newsprint paper, {import 
and domestic, to points in Official and Southern Classification 
territory (adjourned hearing). 

1. & S. 3328—Paper, paper articles and winding cores between points 
in Canada and the United States (in so far as it covers territory 
within the scope of the general investigation, 21095, newsprint, 
paper). 


November 18—Washington, D. C.—Examiner Eddy: 

* Finance No. 7906—Application N. Y. C. R. R. for authority to ac- 
quire control of Sewell Valley R. R., Look & Lookout R. R. Co. 
and Greenbrier & Eastern R. R. by purchase of capital stock and 
to assume certain liabilities. 


November 18—Chicago, Ill.—Examiner Smith: 
13458—Ben D. Anguish et al. vs. A. & V. Ry. et al. (further hearing 
on sole question of amount of reparation due complainants under 
findings). , 
15962—D. L. Alderman et al. vs. A. & V. Ry. et al. (further hearing 
on sole question of amount of reparation due complainants under 
the findings). 
Nov. 18—Washington, D. C.—Examiner Simons: . — 
* 1, and S. 3371—Petroleum from Titusville, Pa., to J. W. & N.W 
R. R. stations. 
November 19—Atlanta, Ga.—Examiner Konigsberg: : 
1. & S. 3359—Lumber and related articles from Georgia and Alabama 
points to Ohio River crossings and points in Ky. and Tenn. 


November 19—Kansas City, Mo.—Examiner Bardwell: 
22585—Kaw Valley Potato Growers’ and Shippers’ Traffic Assn. vs 
A. T. & GB. F. Ry. et al. 


November 19—Chicago, Ill.—Examiner Smith: 
Fourth Section Applications Nos. 1837 et al. 


November 19—San Francisco, Calif.—Examiner Cheseldine: 
22266—H. S. Crocker Co., Inc., vs. C. R. I. & P. Ry. et.al. 
22593—C. B. Orvis and W. F. Clinger vs. S. P. Co. et al. 

November 19—Argument at Washington, D. C.: ; 
19942 (and Sub. 1)—New Orleans Joint Traffic Bureau et 4. 

A. & L. M. Ry. et al. -— AT 
21160—Lake Charles Rice Milling Co. of Louisiana, Inc., V8. 4: * 
& S. F. Ry. et al. ea 
20376—Memphis Freight Bureau, for A. S. Barboro & Co. e& ® 
vs. A. & S. Ry. et al. 


21939—Sand, gravel and crushed stone from Indiana and Illinois 


points to destinations in Illinois. nies Ry. et2 
21372—Ohio & Indiana Stone Co. et al. vs. C. C. C. & St. L. Ry. &" 
1. & S. 3093—Sand, gravel and crushed stone from Indiana 
to destinations in Illinois. 


November 20—Argument at Washington, D. C.: : et al 
19732 (and Sub. Nos. 1 to 6, incl.)—American Fruit Co., Inc, 
vs. R. C. B. H. & W. R. R. et al. ive Ags. 
20674 (Sub. 10)—Farmers’ and Merchants’ Cooperative Ass? 
Cc. M. &.. PP. &w. BR. B. Ct Bt. ; et al. ¥s 
21243 (and Sub. No. 1 to 6, incl.)—Legal Oil & Gas Co. . 
Cc. &N. W. By. et al. 1 
21247—Brownell Corp. et al. vs. A. T. & S. F. Ry, eta oy 
21397—Farmers’ Oil & Gas Co. et-al. vs. A. T. & S. F. Ry. & 
Fourth Section Applicatien No. 13560 et al. ; Missis 
9702—Memphis-Southwestern Investigation. Rates between 
sippi River points. 
November 20—Atlanta, Ga.—Examiner Konigsberg: 
' 22433—Logan-Long Co. vs. C. & O. Ry. et al. 


November 20—Chicago, Ill.—Examiner Smith: 
22589—Chicago Curled Hair Co. et al. vs. B. & O. R. R. et a 
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FIREPROOF WAREHOUSES ON TRACK 

Free switching to We specialise in the DISTRIBUTION of 
lal and pool ear shipments. Insurance rates 15 cents. Loans ne- 
gotiated. rentals. The Weicker Transfer & Sterage Company 


L0S ANGELES and SAN FRANCISCO 
CALIFORNIA 


Modern Fireproof Warehouse Space in 
Los Angeles and San Francisco 
Free and U. S. Customs Bonded Storage 
Insurance rate as lew as 16.2¢ 


Storage — Forwarding — Distribution — Cartage 


Space leased for Private Wareheuse, Office and D 
Desk Space with Desk and Office Service Ren wad 


We a pon you in ap aaa in Les myo Be San Francisce 
would sugges yeu complete uesting 
the rates fer eur puted euseten. - 


UNION TERMINAL WAREHOUSE COMPANY 


731 Terminal Street Les Angeles, California 
San Francisco Office, 9 Main Street 








Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S. A. 


Boston Office: 
92 State Street 















ROCHESTER, N. Y. 


=" 
















GENERAL MERCHANDISE STORAGE 
Distribution 


The only modern Merchandise Warehouse fully equipped and centrally 
, located in the City of Rochester 
msurance rate 12 cents per $100.00. 
Located on Private siding of the Buffalo, Rochester & Pittsburgh Railway, 
B. R. ar switching at flat Rochester rate with all steam roads. 


WAREHOUSE, Inc., Rochester, N. Y. 






















WHICH ROUTE 


Are you taking? The longest and most expensive 
route through life? Apprenticeship days are as obso- 
lete as the old slow moving horse and wagon. 


TRAINED MEN WANTED 


You must hurry these days to stay where you are. 
You have to keep pace with modern necessities or be 
left behind in life’s race. 


TIME IS MONEY 


Save 10 to 15 years of hard knocks and travel by 
way of the 


COLLEGE OF ADVANCED TRAFFIC 


The fastest route to the bigger positions. 


Choose your route 


Traffic Law and Practice 
for men with broad, 
general traffic 
experience 


Traffic Specialization 


for men of ordinary 
training and 
experience 


Resident classes forming 


in 
CHICAGO NEW YORK 
608 South Dearborn St. 299 Broadway 
Harrison 8649-50 Worth 5820 
Dept. 25 Dept. 25 


Select the course which you are qualified to master. 


Practical Training by mail available at all times. 





PANAMA MAIL S.8.CO. 


Regular Fortnightly Sailings Direct to 
PUERTO COLOMBIA, CARTAGENA,'CRISTOBAL, COLON, 
BALBOA, PANAMA CITY, CORINTO, LA LIBERTAD, 
ACAJUTLA, CHAMPERICO and MAZATLAN 


With trans-shipment service via Cristobal to all above 
Central American ports at DIFFERENTIAL RATES. 
Shipments also accepted for Punta Arenas, San Juan del 
Sur, Amapala, San Jose de Guatemala, Acapulco and 
Manzanillo, Mexico. 

Next Sailing from New York. . . November 28 


Interceastal freight accepted beth West and Eastbound, frem New York 
te Les — Harbor and San Francisco and from California perts 
te New Ye 


140 S. Dearbern St., Chicage, Ill. 
10 Hanover Sq., New York, N. Y. 


2 Pine Street, San Francisce, Cal. 
548 S. Spring St., Los Angeles, Cal. 





—for Success 
in BUSINESS 


To the man who would rise to a commandin 
osition in business, a sound and e~ knowl- 
edge of Law is exceedingly valuable. Among the 
larger business enterprises, the law-trained man is often pre 
ferred for the higher executive positions. Many great corpora- 
tions—the U. S. Steel Corp, for example, the C. B. & Q. R. R., 
the International Paper Co., the National Biscuit Co., the Mutual Life 
Insurance Co., the Standard Oil Co. of Indiana, the Packard Motor Car 
Co., the American Sugar Refining Co.—are headed by men of le 
training. In the smaller corporations or in one’s own business, a knowl- 
edge of law spells larger success. For the whole intricate structure of 
business is based on Ww. 


Fit Yourself for $10,000 a Year 


‘‘In looking over the field,” writes a prominent Eastern manufacturer, “‘I find 
that nearly all the positions commanding a salary of $10,000 or more are filled 
by men who have studied law.’’ Fit yourself at home, in your spare time, for 
larger success in business. Full law course leading to degree of LL. B., or shorter 
Business Law course. LaSalle will guide you step by step. We furnish all text 
material, including fourteen-volume Law Library. Low cost, easy terms. Get our 
valuable 108-page ‘Law Guide” and ‘‘Evidence’’ books free. Send for them NOW. 


LaSalle Extension University, Dept. 1195-L Chicago 
The World’s Largest Business Training Institution 
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November 20—San Francisco, Calif.—Examiner Cheseldine: 
22622—Hawley Pulp and Paper Co. et al. vs. A. & R. R. R. et al. 


November 21—San Francisco, Calif.—Examiner Cheseldine: 
‘ Fourth Section Applications Nos. 705 et al. 


age J 21—Minneapolis, Minn.—Examiner Johnston: 
337—Leonard, Crossett & Riley, Inc., et al. vs. Aransas Harbor 
“Teuieel Ry. et al. 
—— Potato Exchange, Inc., et al. vs. A. H. T. Ry. 


al. 
19986. Saline Chamber of Commerce et al. vs. A. T. & S. F. Ry. 


et al. 

—— Chamber of Commerce et al. vs. A. T. & S. F. Ry. 
et al. 

20728—Northwestern Potato Exchange, Inc., et al. vs. A. & S. Ry. 
et al. (further hearing). 


November 21—Atlanta, Ga.—Examiner Konigsberg: 
Fourth Section Applications Nos. 13744 and 13791, 
Tilford, agent. 


November 21—Kansas City, Mo.—Examiner Bardwell: 
22540—Midwest Coal Traffic Bureau vs. A. W. Ry. et al. 


November 21—Argument at Washington, D. C.: 
20965—Frank B. Clinton et al. vs. B. & O. R. R. et al. 
21207—Chappel Bros., Inc., vs. C. B. & Q. R. R. et al. 
November 22—Muskogee, Okla.—Examiner Taylor: 
15296—-Harding Glass Co. vs. A. T. & S. F. Ry. et al. 
17371—Little Rock Chamber of Commerce et al. vs. A. & L. M. Ry. 
et al. (further hearing). 
22521—Binswanger & Co. of Tex. vs. A. T. & S. F. Ry. et al. 


November 22—Chicago, Ill.—Examiner Maidens: 
—. oe Luggage and Leather Goods Mfgrs. 
A. & R. R. R. et al. 


November 22—Argument at Washington, D. C.: 
21032—Interstate Commerce Commission vs. B. & O. R. R. 
20703—Boston Wool Trade Assn. et al. vs. A. & R. R. R. et al. 


November 23—Knoxville, Tenn.—Examiner Konigsberg: 

‘Il. & S. 3364—Lime from certain points in Tennessee, Virginia, West 
Virginia, Maryland and Pennsylvania to destinations in Tennessee, 
Virginia and North Carolina. 


November 23—Argument at Washington, D. C.: 
21075 ~ Sub. Nos. 1 and 2)—New E ngland Traffic League et al. 
vs. & A. R. BR. et al. 
21308- Bigslow tHeriford Carpet Co. vs. N. Y. N. H. & H. R. R. et al. 
'21121—-State of Connecticut vs. N. Y. N. H. & H. R. R. et al. 


November 25—Chicago, Ill.—Examiner Maidens: 
22618—R. A. Watson Orchards, Inc., vs. B. & O. R. R. et al. 


November 25—Washington, D. C.—Examiner Folsom: 
Finance No. 3765—Excess income of the Illinois Terminal Ry. (fur- 
ther hearing for purpose of completing record). 


November 25—Milwaukee, Wis.—Examiners Johnston and Diamondson: 
18671—Hillsboro Condensed Milk Co. vs. B. & O. R. R. et al. Por- 
age Fi —" Section et al., Application No. 2188, filed by C. & 

. W. Ry. 


November 25—Washington, D. C.—Examiner Simons: 
22537—-By-Products Coke Corp. et al. vs. A. & R. R. R. et al. 


November 25—Chicago, Ill.—Examiner Bardwell: 
1. & S. 3344—Notice to consignors or owners of C. L. freight re- 
fused or unclaimed at destinations. 


November 25—Johnson City, Tenn.—Examiner Konigsberg: 
22349—Lowry Fruit Co. et al. vs. Southern Ry. 


November 25—Salt Lake City, Utah—Examiner Cheseldine: 
1. & S. 3368 (and 1st sup. order)—Street Passenger Cars and Rail- 
way Cars from Cincinnati, O., and other eastern points to Salt 
Lake City, Utah, and Pacific Coast destinations, transcontinental. 


November 25—Argument at Washington, D. C.: 
— a or 1)—Parkersburg Rig & Reel Co. vs. C. B. & Q. 
- Ce 

15788 (and Sub. 1 and 2)—Parkersburg Rig & Reel Co. vs. C. & N. 
W. Ry. et al. 

16406 (and Sub. 1)—King Powder Co. et al. vs. B. & O. R. R. et al. 

20286 (and Sub. 1)—Central New Jersey Coal Exchange et al. vs. 
Cc. R. R. of N. J. et al. 

Finance No. 6993—Proposed operation and construction by Toledo, 
Peoria & Western R. R. 


November 26—Milwaukee, Wis.—Examiners Johnston and Diamondson: 
22669—Stange Lumber Co. vs. B. & O. R. R. et al. 

November 26—Argument at Washington, D. C.: 
21279—West Dudley Paper Co. vs. N. Y. N. H. & H. R. R. 
21318—Wallace Barnes Co. vs. N. Y. N. H. & H. R. R. 
21383—Manufacturers’ Foundry Co. et al. vs. Penna. R. R. et al. 
21136—Manufacturers’ Foundry Co. vs. N. Y. N. H. & H. R. R. 
——a— Farrell Foundry & Machine Co. vs. B. & M. R. R. 

et al. 
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WAREHOUSES 


filed by J. E. 


of America vs. 


A COMPLETE SERVICE 
tor the warehousing and 
distribution of merchandise 
to Wlinois points. 


ILLINOIS 
postu, 


We Bind The Traffic World 


oN: SE SORES MMEEKS  PactieE liye 
In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Prompt Service and Quality Work Guaranteed 
We also Bind All Kinds of Publications 


The Book Shop Bindery 


350-354 West Erie Street cago 


The Traffic World 


LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST = 
Rates and on All in One Book 
Send for Semple Sheets 


G. R. Leonard & Co. 


188 N. Clark St., Chicage 18 E. 26th St., New Yu, 


TERMINAL WAREHOUSES OF ST. JOSEPH, jy. 


ST. JOSEPH, MISSOURI 
GEOGRAPHICALLY 


LOCATED TO RENDER 
DISTRIBUTORS 


DISTINCTIVE WAREHOUSE 
AND FORWARDING 
SERVICE 


PITTSBURGH DISTRIBUTION 


the $000,000 O00 Pitebeene District —_ tion ) a Fy the Termin 
5 ation 

connections of all railroads into the group of buildings ellminate il 'waste 

and haw exeept for city deliveries. Lowest obtainab’ uran 

modern facility for doing business. — 


ASK FOR RATES AND RESERVATIONS AND ILLUSTRATED B00K 
THE TERMINAL BUILDINGS 


Pittsburgh Terminal Warehouse & Transfer Company 
Terminal Way and Carson Streets Pittsburgh, Ponneyivanis 


NEWVWV ORLEANS 


In the haart of the Commercial District 


we have a distrib depot for package freight, op- 
erated for the wo panes ar service of the traffic manager 
by a speciali: organization that will handle orders as 
promptly and efficiently as your own shipping department. 


The most centrally located warehouse in the city 


COMMERCIAL WAREHOUSES ,3c 


Storers, Distributors and Forwarer 
of General Merchandise 


<7 175,000 Square Feet Floor Space 
Zt Southern R. R. Siding. 25c Ins. Rate 


Virginia Bonded Warehouse Cap. 
1709 East Cary Street 


Do You Know ™=« 


(1) Rent teams and trucks? (2) Distribute pool cars! 
(3) Make daily deliveries to suburbs as well as 
to all parts of Chicago? 


JOS. STOCKTON TRANSFER CO. 


Established 1887 1020 South:Canal_Street, Chicago 


MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouses Located in Heart of Rai'road District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPII! 


589 South Front Street, MEMPHIS, TENN. 


Chicago’s and Kansas City’s 
Most Modern Warehouses 


Merchandise 


su11- 


2000 Carload 
Capacity 





